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Poetry in motion ! Soar into a new world of out own in” 


the MGA ‘1600’. There's nothing quite like the way its swift new horses level the | 
hills and the way it steps through tight bends with cat-like precision. And there's” 


a gratifying feel of solid safety when its new disc brakes take command. No ~ 


aE 


x matter what you've been driving—no matter what it cost—you owe it to yourself ” 





OME! » 


BEST KNOWN SYMBOL OF WHAT - 
A SPORTS CAR SHOULD BE 





Free literature and overseas delivery information on req 


A product of THE BRITISH MOTOR CORPORATION, LTD., makers of Austin-Healey, Austin, MG, Magnette, Morris and Riley ¢ 
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-HNIQUE OF 


MOTOR RACING 


Pi ERO 


rARUFFI 


right in putting enthusiasm first. 


- «+ The TEXTBOOK of MOTOR RACING Says FANGIO 


FREE with every purchase of 


$25.00 


or OVER 


FREE 


The TECHNIQUE of MOTOR RACING 


by PIERO TARUFFI 


Foreword by Juan Manuel Fangio, five times World 
Champion, Fangio writes: "Many books have been 
written about motor racing, each helping in some 
way to increase the appreciation of what I consider to 
be the greatest sport in the world. But all these books 
have been directed at the general public; this is the first 
I have seen that has been written for the drivers them- 
selves — an actual text-book on motor racing. I am glad 
that it should have been by Piero Taruffi— at one time 
or another my team mate, co-driver, or rival, but always 
friend. ! do not think anyone is better qualified to write 
such a book, for he has not only the trained mathe- 
matician’s approach but the experience of years from 
which to draw his conclusions. 

“I have had the advantage of seeing him ‘at work’ 
perhaps more than any other single person. 


“In years of experience I think he beats us all — from his first win, in 1923 to his final 
victory for Ferrari in the 1957 Mille Miglia; it was always his ambition to win this event, one of 
the great, open road races that are no more. The value of these years of experience when 
passed on to the younger generation is tremendous — but it is rare that the hand that holds the 
steering wheel can do equal justice to the pen. Taruffi is fortunate in having both these gifts; 
his assessment of the qualities necessary for success is the best I have seen, and he is 
Without it, the other qualities, however great, are valueless. 


“A young driver's progress will be greatly assisted by taking his advice, and absorbing all he has 
to say, not only about the technical aspects but the many other sides of motor racing with which he 


Just Published $8.50 


Position: The Seat, At the Wheel, Accessibility of the 
Controls and View of the Road; 4. The Start, Shifting 
Up, Driving on the Straight; 5. Slowing Down, Braking, 
Braking Distances, Changing to a Lower Gear; 6. Cor- 
nering: The Conventional ‘Line,’ Centrifugal Force and 
the Force of Adhesion, Types of Corners and Their 
Characteristics, ‘Coming Out’ Early from a ‘Three- 
stage Corner,’ Two-stage Cornering, Three-stage Cor- 
nering with an Early Approach, A Succession of Corners, 
‘Lines’ When Overtaking, At the Limit of Cohesion, The 
Attitude of the Car while Cornering, Forces Acting upon 
a Car While Cornering, Understeering and Oversteering 
Cars, Going into the Corner, The Middle Phase, The 
Last Part of the Corner, Beyond the Limit, Knowing 
One’s Car, Banked Corners, Donkey’s Back Roads, Roads 
of Varying Slope, Uphill and Downhill Corners; 7. Gen- 
eral Advise, Preparation and Tactics, Learning a Circuit, 
Race Tactics. 


This book is written by a great racing driver who is also 
a great automobile engineer — a unique combination that 
makes this book as informative and interesting as Jenkin- 
son’s The Racing Driver: The Theory and Practice of Fast 
Driving but with an entirely different point of view. The 
Technique of Motor Racing is a big book, 10 inches by 
7% inches, and contains, along with the text, 40 pages of 
half-tone illustrations on art paper. Buy $25.00 worth of 





deals. The rest lies in a man’s own personal make-up — those peculiar, intangible assets of mind 
and body which no text-book can describe, no formula resolve, but which provide the final in- 
spiration . . . the stock-in trade of the great driver.” : 

Brief Table of Contents: 1. Necessary Qualities; 2. Physical Training and Clothing; 3. The Driving 


books listed on this page and get it FREE! 


228 The Technique of Motor Racing (on purchases less 
Re) Oe ren rn Ma ir pea ee Se on, he $8.50 





FREE with every purchase of $10.00 or over — Just Published 


HIGH PERFORMANCE CARS 1960. Edited by Gregor Grant and John Bolster. Technical Draw- 
ings by Theo Page. Order #234 on coupon below at regular price of $2.00, or we shall send it to you 
FREE when your order on the coupon below for other sports car books, listed here is $10.00 or more. 
Latest edition from Autosport, Britain's Motor Sporting Weekly, containing road tests, technical drawings, 
and general articles on high-performance, racing, and sporting machinery. Many photographs. 
234. HIGH PERFORMANCE CARS 1960, (on purchases less than $10.00). ...........0 2c c cece eee eens $2.00 


155. THE SPORTS CAR: Its Design and Performance, by COLIN CAMPBELL. 

New, completely revised and expanded edition is now ready! Recommended by the Technical Corres- 
pondence Editor of Road & Track as the best reference book on suspension and chassis design. The 
first thorough and systematic treatment of the sports car from a technical point of view, yet in a 
layman’s language. Chapters: The Development of the Sports Car; The Engine: Cylinder Head Design; 
The Engine: Induction and Exhaust; The Engine: Miscellaneous Components; The Engine: the Trend 
of Design; Road-Holding; The Suspension; The Chassis Frame and Body; The Transmission; The 
Brakes, Tuning; Performance; Future Development; Glossary of Technical Terms; Index $7.50 








200. THE RACING DRIVER: The Theory and Practice of Fast Driving! by DENIS JENKINSON. 
New book for expert and novice racing drivers and all sports car enthusiasts who want to practise and 
understand better the art of fast driving. The author is the only person who has been a racing pas- 
senger over and over again with Fangio, Moss, Hawthorn and other top racing drivers. Jenkinson gives 
you an absolutely unique ‘“‘eye-witness’’ report: you sit beside Moss, Fangio and Hawthorn at speed, 
driving at the limit. Clearly written yet a thrilling adventure to read, this big, handsome, hard-covered 
book (6’’ x 9”’ with 35 Photographs and Diagrams) supplements Taruffi’s Technique of Motor Racing as it is 
written from an entirely different point of view. Buy both! Chapter Headings: 1. Art; 2. Determination; 
3. “Tenths”’; 4. Learning; 5. Starting; 6. ‘‘Tiger’’; 7. “Moments”; 8. Fright; 9. Analysis; 10. Theory; 
ll. Understeer; 12. Oversteer; 13. Instincts; 14. Morale; 15. Retirement 00 





237 Sports Car Bodywork by B. W. Locke. The 236 GRAND PRIX, the sports car racing game of- 
authoritative book for ‘‘special’’ builders and skill. The present for all the family. Unavailable 
those engaged in restoration work. Contains for over three years, now available in limited 
large fold out sheets of working and detail draw- quantity. Order today! Satisfaction guaranteed or 
ings, which are amply cross-referenced with the your money back. $9.95 plus 50c postage. $10.45 
text. Publication date April 1, 1960. $7.50. All THE MOTOR MANUALS — The up-to-date 4-volume 
orders before that date........ Afterward, $8.50 set for the amateur or professional mechanic on any 
233. The Book of Sports Cars, by Charles Mark- car, Foreign or American. 
mann and Mark Sherwin Intro. by Briggs Cun- 64 Motor Manuals. Volume 1. Automobile Engines 
ningham. In one beautiful, outsized volume— jn Theory, Design, Construction, Operation and 
pm Lee illustrated history of the = 60 sees of Testing. By A. W. Judge. 474 pg., 323 fig. $5.00 
ual-purpose motoring, presenting the outstanding 
cars, drivers, designers and courses that have og tanaccsonggg hag vt mr rg Mo 
pe ed sport what it is today! 723 eT Tuning and Maintenance of Carburetors, Coal 
OS , and Producer Gas Systems and Petrol-Injection 
138 Design and Tuning of Competition Engines by Methods. By A. W. Judge. 496 pg., 315 fig. $5.00 
P. Smith. Greatly expanded & revised new edition. 66 Motor Manuals. Volume 3. The Mechanism of 
Easy to understand, covers the whole field. $8.50 The Car, Its Principles, Design, Construction and 








US Car Driving As An Art by Davis, Rev. Ed. $3.50 
204 All About The Volkswagen by Elfrink ..$3.50 
84 Volkswagen Owner's Handbook ......... $2.00 
179 Stevens Rally Indicator Model 25 most accu- 
fate computer available, 9-inch diameter. ..$14.00 
17 Sports Cars, Rallies, Trials, & Gymkhanas big 
8%” x 11” pages. For expert and novice... . $6.00 





These manuals are in all cases the OFFICIAL 
Manuals produced by the automobile manufac- 
turers themselves. 
184 Official TR-2/TR-3 Factory Manual. . .$15.00 
181 Official MGA Factory Manual.......$12.50 
57 Official Complete Jaguar Factory Serv- 
ice Manual for MK VII and XK 120 
Models. For XK 140 owners also. ..$15.00 
48 Official Austin Healey 100-4 Factory 
Service Manual Thru ‘56. $12 
3 Official Austin Healey. 100-6 Factory 
Manual $12 
229. Official Austin Healey Sprite Manual. $12.50 
730 Official MGA Twin Cam Manual... ..$12.50 




































































Operation. By A. W. Judge. 542 pg., 401 fig. $5.00 
67 Motor Manuals. Volume 4. Car Maintenance 


and Repair. By Arthur W. Judge. 432 Pages, 330 
REE ee errr rr errr $5.00 
216 Motor Manuals, Four Volume Set....... $17.50 





225 Triumph Cars by T. P. Postlethwaite. A prac- 
tical guide to maintenance and repair covering all 
models from 1937 including TR-2/TR-3..... $4.50 


5 Tuning for Speed and Economy............ $4.00 


231 The Ferrari, by Hans Tanner. An extremely 
factual and informative work giving technical de- 
tails and specifications of all the cars that have 
borne the insignia of the Prancing Horse. The 
Author writes with the authority of first hand 
knowledge obtained with the fullest and friendliest 
co-operation of the ‘Commandatore’ himself in 
Modena and traces the story of his famous marque 
from its inception in the racing stable of Alfa 
Romeo right up to his 1959 Grand Prix contender. 
I kine cede wn sa dtlknnaeestnes $5.50 


227 Nuvolari, by Count John Lurani. Brand new. 
Engrossing biography of the man most enthusiasts 
consider the greatest driver in history. Many 
photographs. Just published. ............... $5.50 


45 Automobile Engineer's Ref- 
erence Book. 57 British auto- 
mobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 
photos in 30 main sections 
covering every aspect of the 
design and _ production’ of 
MO CMD. ccdssacces $20.00 
85 Tuning and Maintenance of 
MGA by P. Smith. Devoted 
| entirely to MGA and Mag- 
ERASE ee $5.00 





28 The High Speed Internal 
Combustion Engine by Ricardo. 
The classic work...... $12.50 
76 Automobile Chassis Design .............. $9.50 
222 High Performance Cars 1959........... $2.00 
100 Tuning and Maintenance of MGs ....... $5.00 
99 MG Workshop Manual ................. $8.50 


RIKKI KKK 


Automobile Year 1960 


235 Automobile Year — 1960 (Number 7) The most 
beautiful, complete and exciting automobile book in 
the world. This latest edition of one of the world’s 
handsomest books has everything to fascinate the 
automobile enthusiast. Its accurate, thorough, pro- 
fusely-illustrated regular features include: All the new 
special-body and dream cars; a complete, illus- 
trated catalog of all 1960 cars of the world with 
major specifications; summary of the most impor- 
tant technical changes in the cars and the world 
wide economic developments in the automobile 


industry, Published February 1960 .......... $9.95 
217 Automobile Year 1954, No. 1 .......... $9.95 
162 Automobile Year 1956, No. 3 .......... $9.95 
163 Automobile Year 1957, No. 4 .......... $9.95 
164 Automobile Year 1958, No. 5 .......... $9.95 
211 Automobile Year 1959, No. 6 ........ $9.95 


r CLIP THIS COUPON—CIRCLE THE BOOKS YOU WISH 1 
To ROBERT BENTLEY, INC., 993 Massachusetts Ave., Cambridge 38, Mass. 


I Birks sciincissenncoupmnivsicds in check or money order. 


SCI 30 


3 5 17 28 45 48 57 64 65 66 67 76 84 Please supply books circled at left. Send to: 4 


85 99 100 115 138 155 162 163 164 179 181 Name . 
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PUT YOUR FOOT DOWN— AND LIVE! The new Austin Healey ‘3000 is for those who 


love the feel of the sun and the wind. This car is alive. It responds in a flash. Accelerates with 
surging power. Corners like a polo pony. Disc brakes for sure, straight-line stops. It’s the fab- 
ulous successor to the famous Austin Healey 100-Six which has dominated competition in its 
class. Top speed, a breathtaking 115 m-.p.h. It’s built for the track, yet takes to pleasure driving 
beautifully. For as low as $3051"°* (2- or 4-seater). 


FACTS FOR THE SPORTS CAR CONNOISSEUR: 1. A 2912 cc engine with twin carburetors. 130 
b.h.p. at 4750 r.p.m. 2. DISC BRAKES on tront wheels for smooth, straight-line 
stops even at racing speeds. 3. GEARBOX. 4-speeds (6 with overdrive). Synchro- 
ote, mesh on 2nd, 3rd, and top speeds. 4. INDEPENDENT FRONT SUSPENSION, 
ailiin, % P eo Cx is : shea ‘ 5 : er . 
4 with hydraulic shock absorbers and stabilizing bar; semi-elliptic leaf spring rear 


S SoENs 

» gos | ; : ; 5 

ee suspension, with hydraulic shock absorbers and panhard rod. 5. BODY. Steel/ 
> x 


aluminum, adjustable bucket seats trimmed in leather. 6 AVAILABLE in either 2- 


or 4-seater, standard or deluxe models; detachable hardtop optional. 
v 


A product of THE BRITISH MOTOR CORPORATION LTD., makers of Austin Healey, Austin, MG, Magnette, Morris and Riley cars. Represented in the United 
States by Hambro Automotive Corp., Dept. 8, 27 W. 57th St., New York 19, N.Y. Sold and serviced in North America by over 1000 distributors and dealers. 
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FRELLE 


OF COURSE : 


| 





for a driver, fast or slow, 
the unmistakable sign of good judgment 


FRELLI 


No “magic tire’’ will take you around a curve 
if you don’t adjust to the road and the true 
capabilities of your car. 





A set of Pirellis, however, gives the driver a 
definite feeling of constant control. These tires 
are built to fit your car’s performance... not 
only its wheel size (a Pirelli dealer will help 
you determine which of five different construc- 
tions is most suitable). 


All the international recognition won by Pirelli 
is confirmed in a flash when you take a curve 
perfectly—when you squeeze out of an emer- 
gency situation on a wet rond—and when your 
car delivers all the pickup that was built into it. 


Let us emphasize that you don’t have to be a 
amous race driver or a millionaire to own 
Pirelli tires. 


FRELLI 


italian tires of superb quality 








Drive in to your nearest Pirelli dealer or, for 
free Tire Equipment Chart, write: 


Dept. S-3 
PIRELLI REPRESENTATIVE OFFICE: 
11 West 42nd Street, New York 36, N.Y. 


FRELLI 
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AND OPINION 


& This month there’s a lot of Grand Prize coverage in SCI. Partly it’s in honor of 
the first major G.P. event to be held in America in recent years, and of the young 
man who won it and the engine that powered him. It’s also concerned with the 
way racing is done. There are debates and discussions on the future Formula | 
and on a possible Formula 2, and on Formula Junior in America. Looking back 
are impressions of Mercedes-Benz Grand Prize cars and forward is an analysis of 
the challenge of road racing with gas turbines. This kind of racing is in a state of 
flux today and, now that it’s come to America, it’s in a position to grow in this 
country and, we hope, become more familiar to more Americans. Which brings 
up another point. 





What was the phrase I used above? “Grand Prize.” Beginning with this appro- 
priate issue, SCI will henceforth use these words to refer to formula-governed 
single-seater road racing, the brand known as “Grand Prix” in the past. Now that 
G.P. racing has come to America, and threatens to mature in this country, it’s 
time to be honest with this much-used term. To be sure Grand Prize racing was 
invented by the French, whose term for it was adopted verbatim by the English— 
from whom we have inherited most of our road racing traditions. Yet all other 
countries use their native tongues to describe this kind of racing. There’s the 
Gran Premio d’Italia, Grande Premio de Portugal, Grosser Preis von Deutschland, 
Grand Prix de l’A.C.F., and the Grote Prijs van Nederland, among many others, 
Now’s the time for us to uphold our own traditions and use a term that’s based 
more on reality than snobbery. Hence :‘“The Grand Prize of America.” 

Yes, there is sound tradition behind this change. When the sport was still young 
a series of 400-mile road races was run off in this country; some were to interna; 
tional rules, some not. In 1908, 1910 and 1911 they were held at Savannah, and 
the event moved to Milwaukee in 1912, to Santa Monica in 1914, to San Francisco 
in 1915 and back to Santa Monica for the last such race in 1916, From 1911 on 
these were all held in conjunction with the contests for the Vanderbilt Cup, which 
were shorter races to different rules. Each of these 400-mile events was called the 
American Grand Prize—a classic name for a classic event, which was the direct 
ancestor of December’s Formula | race at Sebring. 

Thus SCI alters its policy for two reasons: to align itself with the practice of 
the majority of nations, and to carry on a worthy tradition. As more and more 
Americans become acquainted with Grand Prize racing, these considerations be- 
come increasingly crucial. 


Just as crucial is the future fate of our American Grand Prize. Everyone of 
authority in G.P. racing was delighted, last December, that America had finally 
managed to put on a Grand Prize, but equally disappointed that it had to take 
place at Sebring—probably the least attractive and poorest equipped major track 
in the world. We must do better in the future. There’ll be a chance for improve- 
ment if those in charge at Indianapolis will relinquish their international race 
date and turn it over to Charles Moran’s committee to be reassigned to another 
track—perhaps Riverside, as a starter. 


Driving experiences placed a couple of bees under the editorial bonnet during 
the past month. First is this business of seat adjustment. What can it possibly cost 
to make a seat adjustment rack a few inches longer? Is it too much to ask that 
automobile seats be allowed to move back far enough to accommodate the median 
90 percent of the population, instead of just the middle 60 or so? I can see where 
there might be technical obstacles in the construction of some two-seater sports 
cars (even there they should be overcome before the cars go to market) but on 
a four-door sedan it’s unforgiveable. Surely even in England and France tall men 
like to sit comfortably while they drive. Any more test cars that cause trouble on 


this point will be dismantled by the SCI technical staff and buried ‘neath the 
Pendine Sands. 


Second, during the first light snowfall here in New York it was dismaying to 
see how many cars, American and foreign alike, were immobilized by spinning 
right rear wheels on the slightest of slopes. With a limited-slip differential (not to 
mention better weight distribution) on my own car, I got around as if nothing 
had happened. Thanks to the work of a Mr. Thornton, most axle manufacturers 
today have access to patents which describe simple and effective limited-slip 
differential mechanisms. It’s time to recognize their importance to road safety and 
traffic flow, and make such differentials standatd equipment. 

Karl E. Ludvigsen 


























NEW SOUNDS FOR RACING FANS 


tie 


DRAGSTERS IN HI-FI 


RECORDED AT THE NATIONAL CHAMPIONSHIP DRAG RACES 

FEATURING THE GREEN MONSTERS - MASTERS DRAGMASTER - THE SIDEWINDER 
HURRY UP THE t/t - STEEL EEL - THE TOP ELIMINATOR + THE LONE RANGER 
SKY SPECIAL THE (i REBEL - TENNESSEE BO-WEVIL - LINDiEY S MISFIRE 

> LITTLE KONG - FUJIMO - 


QUINCY AUTOMOTIVE SPECIAL 





RLP 5502 (mono) 
RLP 1154 (stereo) 


$5.95 
5.95 


Hear for the first time on record the amazing sounds of America’s wildest 
hot rods and dragsters. Dozens of cars including the Green Monster, Mas- 
ters’ Dragmaster, The Top Eliminator, Little Kong, The Sidewinder, etc. 
Recorded in superb hi-fi and stereo at the National Championships in Detroit. 


eae 





>. 


833 (mono) $4.98 
1127 (stereo) $5.95 





Sports Car Recordings 


oe sportScare 


Sree com evan in 
MERCEDES-BENZ 


Bc 
oo 





5012 (mono) 1101 $5.95 


SPORTS CARS #*''s 
AT SEBRING IN HI-FI 





5014 (mono) 
1146 (stereo) 


$5.95 
$5.95 


5015 (mono) 
1144 (stereo) 


$5.95 
$5.95 


VINTAGE seece 
SPORTS CARS 
IN LILI 





5013 (mono) 
1115 (stereo) 


$5.95 
$5.95 





RIVERSIDE RECORDS 


553 WEST 51 ST. 
NEW YORK 19, N. Y. 


Please ship the following records postpaid. | enclose $ 


. |understand no C.O.D. 





O 833 O) 5002 O 5003 O 5012 O 5013. 0 5014 O 5015 O RiP 5502 1 1101 


(1) 1115 0) 1127 0 1144 (1) 1146 (J RLP 1154 


NAME 





ADDRESS 


















Announcing 


Three 
New Members 
Of An Old 
Reliable 

Family 


Over sixty years ago, the Fiat heritage was born. Since that time, a long line of fine automobiles has added 











lustre and distinction to the Fiat name .. . And, today, three new members of this fine family of motor cars 
are making their debut. A product of thoroughbred background and 60 years of engineering know-how, these 


three cars proudly take their place alongside the other members of a distinguished family. 


Fiat now has 18 models in 6 series 
with prices starting at $1098* 
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1200 SPYDER e@ 2100 STATION WAGON e 2100 SEDAN 













The Fiat 1200 Spyder has an entirely 
new body, designed by Farina, along 
with a higher output 63 horsepower 
four cylinder engine. The sleek new 
body features smoother, straighter 
lines and a disappearing top which 
“folds away behind the seats. The 
63 horsepower engine has a com- 
pression ratio of 8.25 to 1 and pro- 
duces a top speed of 90 miles per 
hour. The Fiat Spyder is also avail- 
lable with the new 90 horsepower 
1500 cc. Osca twin-cam_ engine, 
capable of 105 miles per hour. 


FHT T2OO Sie ecvccscccccccccssescieccsncess $2812* 
Fiat 1500 Spyder...........cccccccssssssssses $3730* 





*Port Of Entry Baltimore & New York 


TRE 

















The Fiat 2100 Sedan is the first Fiat to feature the completely 


new Fiat 6 cylinder engine. Not excessively large, it is nimble 





in traffic and seats 6 passengers comfortably. Other features 


; ; Though it retains the elegance and fine lines of the 2100 Sedan, the 
are: 2054 c.c. engine developing 95 horsepower, 4 speed all Station Wagon affords a wider field of utility for the fun loving 
synchromesh transmission, large luggage compartment, fully family. Like the Sedan, it features a 95 horsepower engine, 8.8 to 


: A P P 3 1 compression ratio, 4 speed all synchronized transmission, positive 
adjustable and folding front seats, a luxurious interior and P zi P y B.: 





action, highly efficient brakes, wide curved glass both front and rear, 
curved windows front and rear offering full visibility. fully equipped instrument panel and separately adjustable front seats. 


Fiat 2100 Sedan $2998* Fiat 2100 Station Wagon $3250* 








ROOSEVELT HOFFMAN 
AUTOMOBILE CO. MOTOR CAR CO., INC. 


2825 V Street, N.E. Washington, D. C. 443 Park Avenue New York, New York 


9 











ON THIS DIFFERENCE 
OF OPINION 





WE SIT IN A NEUTRAL CORNER 


Some competition drivers prefer a detergent motor oil. Others argue the 
merits of a non-detergent lubricant. We at Kendall take only one stand. 
No matter what your choice, we’ve GOT it in a quality so high that 
there is absolutely no argument about it. Kendall is the official oil at 
Watkins Glen. At all racing events there these oils are used: 


, 
TONEY SEALED FoR YOUR PROTEE 


KENDALL DUAL ACTION OIL 


For those who prefer a detergent oil, Kendall 
Dual Action is available in 30, 40 and 50 
grades at the regular oil price! 





KENDALL MOTOR OIL 


For those who prefer a non-detergent oil. 
Kendall Motor Oil is available in 30, 40, 50, 
60 and 70 grades. 

Both are products of Kendall's continuous program 
of automotive laboratory and road research. Both are 
refined from the world’s richest 100% Pennsylvania 


Crude to bring you the economy of Kendall quality 
— both on and off the track. 


Asc k UOt IT 


for them 


te NON-DETERGENT 


SHINER OF KENDALL THE 2° 





exanhuamy, 


avorite dealer 


KENDALL REFINING COMPANY - BRADFORD, PENNA. 
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DETROIT 


NEWSLETTE! 


by Mike Davis 


& There are other goodies from Detroit 
besides compact cars which should stir the 
SCI reader to renewed domestic interest. 

Chrysler’s new 300 F goes further toward 
whetting the speed buff’s appetite than 
anything from the mecca of motordom 
since the Corvette. On top of that, we 
think it will be the closest to a U. S. sports 
classic since the demise of the Cord in 1937. 
Sure, the Lincoln Continental had the spe- 
cial flavor and limited production; Cadil- 
lac’s present series of Eldorado Broughams 
certainly combine selective price with 
limited output and modified styling, and 
the Mark II Continental was high-priced 
and distinctive. But none of these also 
offered performance markedly superior to 
the standard models. 

The 300 F, however, is the most distinc- 
tive model of the 300 family’s six years, by 
both mechanical and _ styling standards. 
Consider: 

e Four-speed synchromesh Pont-a-Mous- 
son gearbox 

e 400 horsepower 

e Ram Induction 

e Spring rates stiffer by 40 percent front 
and 50 percent rear 

e Distinctive grille, louvered hood, spe- 
cial side trim and deck 

e Instrument console a la Thunderbird. 

To be sure, this is no family car. Nor is 
it an executive’s town car. And no well- 
heeled dowager or society matron would 
know what to do with it. 

Standard equipment on the limited-pro- 
duction 300 F is Chrysler’s three-speed 
torque converter automatic transmission 
with the 413 cubic inch, 375 horsepower 
(at 5000 rpm) mill. The four-speed box 
and 400 bhp (at 5200) package is optional 
at extra cost in very limited production... 
the 4-speed selector is located in the con- 
trol console between the front seats (which, 
naturally, are Chrysler’s swivel type) . Also 
standard is power steering, with a 15.7 
ratio. 

Red, gun-metal gray and ivory 300 F 
two-door hardtops and convertibles went 
on sale in Chrysler dealerships January 15. 
Prices, by the time all is said and done— 
options and delivery—will be in the $6,000 
area. 

Here are some essential ratios for those 
interested: 

Automatic transmission, over-all torque 
multiplication, 5.39; first gear, 2.45; second, 
1.45. Manual, first gear, 3.35; second, 1.96; 
third, 1.36; fourth, 1.00; reverse, 3.11. Rear 
axle, both stick and auto, 3.31; optional 
ratios for both, 2.93; 3.15; 3.23; 3.54; and 
Silas 

Carbs are two 4-barrel, downdraft; gas 
tank holds 23 U. S. gallons; brakes are 
vacuum power-assisted with 251 sq. in. of 
area; shocks are heavy duty, and tires are 
9.00 x 14 nylon racing type. 

We drove a new 300 over a sedate week- 
end. Except for the louvers in the hood, 
leather-over-foam-rubber bucket seats, and 
the console between the seats—containing 




















tach, window controls, ash tray and a fold- 
ing armrest with interior compartment— 
you'd think you were tooling along in just 
another Chrysle 

UNTIL the deep-throated roar of the 
ram induction cuts in, blower-like, as you 
floor the accelerator. Believe us, this isn’t 
a Golden Lion, it’s a tiger. 


NEW BODY OFFERINGS FOR 
THE COMPACTS 

Leading the parade of new body styles 
for Detroit’s compacts is Corvair’s two- 
door model, Some Corvair enthusiasts were 
disappointed the two-door wasn’t more 
Karmann-Ghia-ish or Caravelle-y. But re- 
member, the two-door Corvair costs $50 
less than the four-door, not $700 more. 
\nd, like the Valiant wagon, other body 
styles have to derive from the basic design 


because of mass production manufactur- . 


ing costs. 

Next is Falcon’s two-door wagon. It is 
unlikely that Ford will offer a four-door 
wagon in the Falcon since the Mercury 
Comet, due later this month, will have such 
a body style. 

Standard rear axle ratio on the wagon 
is 3.56, with an optional 3.89 available. 
The sedan, by contrast, has 3.10 standard 
and 3.56 optional, although this might be 
reversed because of complaints about low 
power with the more economical 3.10 ratio. 

One neat aspect of the Falcon wagon is 
the tail-gate. Note that the window cranks 
down into the gate, rather than swinging 
skyward as in other Ford wagons. 


JUST OVER THE HORIZON 

Warmed—you might even say fired—by 
the public response to the new Detroit 
compacts in the showrooms, the Big Three 
are hastening to bring out even more new 
models. 

Up until actual introduction, auto com- 
pany execs had great misgivings about the 
market. Some are still dragging their feet. 
But generally, as floodgates of customer 
enthusiasm overflowed, go-aheads were 
given for additional body styles. 

Ford announced from the very first its 
intention to market a pick-up truck, or 
Ranchero, version of the Falcon. This 
model should be out in the next month 
or SO. 

The Motor City grapevine also reports 
that Valiant is considering putting on sale 
both a convertible and two-door wagon. 
Ford, with its long love of convertibles, 
could as well be considering a Falcon rag- 
top. And Chevrolet is hard at work on its 
Corvair station wagon and small truck. 

\t this writing, it is not possible to pre- 
dict whether these models—if finalized— 
will appear before the 1961 model year. 
And don’t forget that these are in addi- 
tion to the Comet, BOP and perhaps addi- 
tional Chrysler economy car offerings in 
the next few months. 


BEYOND THAT HORIZON 


Some dope on the 1961 models is begin- 
ning to leak—or be leaked—out. There are 
Rambler's aluminum engine and con- 
vertible. Chrysler’s new slanted six will go 
to the light metal, also. 

With the aluminized Corvair and BOP, 
this will leave Ford Motor Co. and Stude- 
baker-Packard without aluminum blocks 
in their lineup. Ford, though, will get its 
first in 1962. 








Or 
“Gone With The Wind” 
By Marion Weber 


We authors certainly are surprised at times by the 
reception given to our efforts. Some books that appear 
to be destined for the top ten never get off the ground, 
others are like Lady Chatterly’s Ferrari, or whatever it 
is. Sensational! This unposed photo shows me holding 
(and reading) a sensational book... one that is ex- 
ceeding all our hopes. This is MY ENGINE IS MISSING 
a hard-bound sports car cartoon collection by a 
knowledgeable young man named Homer who sketches 
in somewhat the underplayed style the British are so 
famed for. You will flip when you read it and it will be 
a good idea to chain your copy to something heavy 
to prevent its migration. Merely lay $2.95 (plus 4% 
sales tax in Calif.) on us here and we will slip your 
copy into the next mail ppd. 

Incidentally, for those of you who have never ordered 
anything from the MG Mitten Co., maybe a statement 
of policy would be welcome. You see, we have always 
operated on the theory that anything we sell has to 
be better than represented or you won’t be enthused 
when you get it...and we do want enthused buyers. 
So, everything has a Money-back-if-not-satisfied label. 
Also, we pay postage on all orders (except very heavy 
freight) when you send money. C.0.D.’s (which we dis- 
courage because it costs you) require 25% deposit 
and you pay shipping. The fact that our business has 
grown steadily since 1953 is our chief recommenda- 
tion. | started MG Mitten enterprise soon after we 
moved to Los Angeles so that | could work on the 
smog problem (they didn’t have any then and felt that 
something was missing)... but, that will have to wait 
till next issue. 









Do we have a goodie! MGA owners can now rid them- 
selves of any inferiority complex brought on by not 
having a polished wood dash like the J----r. This 
elegant hardwood panel can be installed in a trice 
(on any MGA) by you. Simple tools only are needed. All 
openings are precision cut. It is available in walnut 
or mahogany (please specify) as a finished piece (F) 
already lacquered, or bare wood (U) rough-sanded, 
ready for you to finish. 

MGA HARDWOOD DASH (F).... 


eee 28.50 
MGA HARDWOOD DASH (U).... 


$19.00 


Now, dig this! Here is a 
soft leather key CASE that 
prevents your keys from 
scarring the fascia below 
the ignition switch during 
hard cornering. Surmounted 
by a real cloisonne (enamel 
& metal) replica of your 
car’s emblem, this hand- 
some black leather case is 
a beauty and a bargain. Ap- 
preciated by both men and 
women. Specify marque 
when ordering. 

REPLICASE . .....cc.csccecess $1.50 


Amco Crested Knobs for 
MG, TR, Healey, Sprite (plus 
St. Christopher and crossed 
flags for all imports & Cor- 
vette) are 2” across, 
shaped to fit the hand. 
Heavy chrome plate and 
enamel makes sparkling 
contrast. AMCO KNOB $2.95 
Amco Gold Shift Knob... for the car that has every- 
thing. Plated in Honest-To-Gold and protected by a 
special process. Get one, be conspicuous. For same 
cars as chrome model. GOLD KNOB. $5.95 














Anti-dazzie cowl mirror Wingard fender mirror 
prevents night blind- incorporates ‘‘bounce 
ness brought on by back’”’ feature. Spring 
headlights at eyeball loaded to return to set 
level behind you. Simply position regardless of 
flick the lever to kill prying fingers, bumps. 
dazzle. Solid quality. Heavily plated, flat or 
ANTI-DAZZLE convex. 

MIRROR .............. $5.95 WINGARD MIRROR $4.95 


ITHE DAY 


THE 


SKY FELL 





Racing driver’s carry all cleverly contains all equip- 
ment essential to a good race weekend except a car 
(oh, all right, and a girl), Outside of these inconse- 
quential details, this 16” by 14” soft bag (that slips 
under an airplane seat) keeps in one place the helmet, 
goggles, or shield, shoes, coveralls, stopwatch, camera, 
etc. that you want to have at hand. Waterproof nylon 
exterior, softly lined for no-scratch. Includes separate 
flannel bag for goggles. You can’t find anything like 
it because we originated it for a few friends. Get 
one now. 


CARRY ALL 





TOP TIME 


If you haven’t replaced that leaky roadster 
or convertible top because of money, well 
good! Because here’s your chance to save. 
Our top kits are mostly $29.95 for sports 
cars and sedans. Also, TONNEAU COVERS 
from $19.95 for all open cars. Send for free 
catalog with beaucoup details. 














Get a new car lately? If so protect your investment by 
protecting its appearance. Keep it covered with a 
Mitten if it sits outside as little as four hours a day. 
Easy on and off, stays snug. Does a money-making 
job. Ask for details on cars not listed. 


C0 MG Mitten Lightweight DURICON 
(). Healey Hugger un and Water 
C] Alfa Apron (Rdstr.) Dust Cover a 
C] Fiat Frock (1100TV) $17.95 $24.50 
C0 Morris Muff 
(] Renault Romper 
CL) Ghia Gown 
(] Porsche Parka 
CL) Peugeot Pegnoir $22.95 $29.50 
[] Minx Muff 
C] Fiat Frock (600) 
(J Saab Sack 
CD Corvette Cap 
C] Thunderbird Tepee 
() Jaguar Jacke 
(140, 150, 3.4) $27.95 $32.50 
C Mercedes Muff 
(190, 300 SL) 
C Volvo Vest 
C] Vest for Volkswagen $22.95 $29.50 
prinsomen 
To: MG MITTEN Dept. $3 | 
I P.O. Box 4156, Catalina Station 
| Pasadena, Calif. | 
l Please send me items listed on attached sheet. I 
J] 1 enclose check, M.0. FOF $.......sccsssecsssessnsesessneees | 
I a cciata sceenincahtisnceneattaardecclcctnnieteatbaatoacmmmaaian | 
I I 
| | RCT ERTS Sn a RE ce Re | 
9S ee rae ZOWG...---- StH oan ccccccseseess | 
I OP in sed dnincncvecinetocdccccscoccecseqiscnssseessvecessccescccoenccnqsencussenes I 
| (Make) (Year) (Model) | 


MG MITTEN showrooms located at 1127 E. Green St., 
Pasadena. Come in and bring Bankamericard for pay- 
later deal. Lots of off-street free parking. 
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New to the modest-sized car market, 
Ford’s Comet (top) will come in four 
body styles including this station 
wagon. Looking disappointingly like 
the four-door, the Corvair Coupe 
costs $50 less than its many-doored 
sister. Future Ford Falcon buyers will 
be offered this station wagon body 
(right). Chrysler’s 300 F comes with 
console-mounted stick shift and 
tach (bottom). 


Hurrying to get on the compact car 
bandwagon, Ford’s Lincoln-Mercury Div. 
advanced the public announcement date of 
the new Comet to early February. 

As we described it in the January News- 
letter, the Comet is built up from the Fal- 
con body: 114 inch wheelbase, 194.9 inch 
overall length, 70.4 inches wide and 54.5 
inches high (the last two dimensions are 
identical with Falcon) . 

At this writing, the power plant is also 
the same as Falcon—oversquare, 144.3 cu. 
in., 90 h.p. at 4200 rpm, six cylinder in line 
overhead valve, cast iron block. However, 
since the Comet weighs about 120 Ibs. 
more than Falcon, there are rumors the 
stroke will be increased slightly, yielding 
perhaps 170 cu.in. displacement. 

With the increased length, turning cir- 
cle of the Comet is 39.3 feet, about that of 
the Corvair. Steering ratio remains slow— 
like the Falcon—with 4.6 turns lock to lock 
“to give the driver a steering feel com- 
parable to a standard American car and 
eliminate the need for acquiring new driv- 
ing habits.” 

Ford is coy about what size it will call 
the Comet. (Most auto writers are similarly 
puzzled—any ideas?) Background material 
points out that it “is not a small car... 
not a large car, nor is it a compact car in 
the usual sense of the word.” Of course, 
from 1941 to 1951, standard Fords had the 
same wheelbase. 

Perhaps mindful of its optimism about 
sales volume of the late lamented Edsel, 
the company is also cautious about either 
production or sales estimates. Initially, 
Comets will be produced at Lorain, Ohio, 
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one of three plants now turning out 
Falcons. 

The decision to bring out the Comet was 
made in 1958 and Ford is definitely aiming 
at the style-conscious carriage trade. By 
adding four-and-a-half inches to the 
wheelbase and about a foot overall, George 
Walker’s designers were able to produce 
a better-balanced car, much in the Detroit 
tradition. 

Above the belt line, the added length 
made possible a greenhouse like the 
Galaxie or T-Bird, which has had an excel- 
lent reception. The two-door model looks 
much like a hard-top, quite different from 
the utilitarian Falcon Tudor. Inside, the 
fabrics and trim match Mercury’s best. A 
fancier instrument panel is featured. And 
more luggage space—26.6 cu.ft.—with a bet- 
ter ride than that of imports or smaller 
U.S. compacts. 

Ford believes that the female of the spe- 
cies will be drawn to the “shorter wheel- 
base” cars by their maneuverability and 
parking ease. Mercury dealers will get a 
toe—and perhaps a whole foot—in the 
lady’s door with the more highly styled 
and luxurious Comet. Economy and ease 
of maintenance should also appeal to the 
breadwinner. 

Comet will be produced in four body 
styles, two and four door sedans and.sta- 
tion wagons. Air conditioning is offered 
as a regular production option. Prices have 
not been released, but our guess is an ad- 
vertised delivered price for a Fordor of 
$2,075—just a shade over Valiant and a 
few bucks under the Rambler 6. 

—md 





DRIVE THE 


AUSTIN-HEALEY 3000 


AT YOUR NEAREST DEALER: 


NEW YORK: 


MUNN'S AUTO SALES 
BAYPORT SPORT CAR CENTER 


HEG 
FAIR TRADE AUTO SERVICE 
MARK OSBORN 
ISLAND MOTORS 
UPPER FLUSHING GARAGE 
NORTH COUNTRY MOTORS 
NORTH SHORE SPORTS CARS 
vesees PERFORMANCE MOTORS 
HEMPSTEAD AUTO 
OXFORD MOTOR CAR 
* KOEPPEL 


ae 
HEMPSTEA 


SULL 
COUNTY wins CAR CENTER 
ARTY MOTORS 
“GETTERSON MOTOR 
SEACORD BROS. 
seseasaetns J. S._INSKIP 
CHARLES KREISLER 
ELLIOTT SALES & SERVICE 


OYSTER BAY GARAGE 

PORT JEFFERSON.. ..ROBERT F. WELLS 
PORT WASHINGTON... 

POUGHKEEPSIE MID HUDSON CONTINENTAL 

SCARSDALE........ SCARSDALE FOREIGN CARS 

SMITHTOWN STOCK MOTORS 

SOUTHAMPTON DOERING BROS. 

SPRING VALLEY....BOB GROSSMAN FOREIGN CARS 

STATEN ISLAND LEWERS SALES & SERVICE 

VALSTREY SERVICE 

WHITE PLAINS....FOREIGN CARS OF WESTCHESTER 

INTERNATIONAL MOTORS 

YONKERS... : ..PILMER MOTORS 


NEW JERSEY: 
ATLANTIC CITY .ccccccosesencennenne SPECIALTY. MOTORS 
BEKRAG AUTO SALES 
STEIKER MOTORS 
COVI CAR IMPORTS 
KINGSFIELD MOTOR SALES 
DORF EQUIPMENT AND SUPPLY 
FRANKLIN. onsen FRANKLIN FOREIGN CARS 
GLASSBORO ED R 
HIGHLAND PARK... 
JERSEY CITY 
KEARNY 
MERCHANTVILLE... JEFFERSON IMPORTED MOTOR 
MONTCLAIR MPORTED MOTOR CAR 
Kilt IMPORTS OF MORRIS CO. 
FOREIGN MOTOR SALES 


PAUL A. CANTON 

..GRAND PRIX IMPORTED CARS 
HOAGLAND'S GARAGE 
BRITISH-CONTINENTAL MOTORS | 
OCEAN IMPERIAL MOTORS 
UTORAMA 


BARKER MOTORS 
IMPORTED SPORTS CARS OF BRISTOL 
meer BRIDGE......... TACONIC_ INT'L MOTORS © 
DANBUR BRAGG MOTORS 
...TOLM MOTORS 
HAROLD & SON = 


“MORLEE MOTORS | 
“-PALLOTTI & POOLE | 
RUSS SCELI 

BEHRENS & BUSHNELL | 
JOHN FITCH MOTORS | 
CONTINENTAL CARS _ 
.BRANDFON MOTORS | 
GIMBEL MOTORS © 


IVORYTON.... 
LAKEVILLE 
NEW CANAAN... 
NEW HAVEN 


LOCA ; 
.CORNELIO MOTOR SALES § 
HURLBURT MOTOR’ 
FOREIGN CARS EXCHANGE 
WESTPORT AUTO SALES 


WALLINGFORD.. 
WATERBURY 
WESTPORT 
RHODE ISLAND: 


NEWPORT. RAY'S AUTO SALES 
PROVIDENCE J. S. INSKIP 


WOONSOCKET PICARD MOTOR SALES 
OR WRITE TO: J. S. INSKIP, INC., 
DEPT. SC3, 304 EAST 64TH STREET 

NEW YORK CITY 21. 




















Lucky man this one, idling away an Indian summer's afternoon with his daughter 


and his new Austin Healey “3000” . . . she is a motor car created for the young family 


... sleek, lovely and practical . . . extra jump seat for small fry and shopping . . . nimble, fast 
and ferocious . . . packs the wallop and excitement only a road champion can provide . . . the Austin Healey “3000” 
is a car that has everything. Drive it today at any one of 125 authorized dealers in Conn., N. J., N. Y. or R. I. 
(write today for name of your nearest dealer). J. S. Inskip, Inc., 304 E. 64th Street, New York 21, N. Y. 








“stately, refined 
and elegant, 
an altogether 
superb 
automobile.’ 


.. from a road test in Road & Track 
Magazine on the Rover 3-Litre Sedan 
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The Rover 3-Litre Sedan has been 
designed to give many years of swift, 
silent, trouble-free motoring with 
exceptional accommodation for the 
comfort and convenience of driver and 
passengers. A detailed appreciation 
of the Rover 3-Litre from Road & Track 
Magazine may be had by writing to: 


THE ROVER MOTOR COMPANY 
OF NORTH AMERICA LIMITED 
36-12 37th St., Long Island City 1, N. Y. 
373 Shaw Road, South San Francisco, Cal. 
Canada: Mobile Drive, Toronto, Ontario 
156 West Second Ave., Vancouver, B. C. 








PIPELINE 





Stewart-Warner has recently announced a 
new line of electric tachometers. Called 
the “100” Series, the new instruments are 
available for either 6 or 12-volt ignition 
systems. They can be used on 4, 6 and 8- 
cylinder engines. A tuned circuit in the 
sender assures accuracy of engine speed 
reading up and down the rev range. 
Dial faces reading 0-5000, 0-6000 and 0-8000 
are available to fit the new tach to your 
installation. Information can be had by 
writing to the Stewart-Warner Corp., 1826 
Diversey Pkwy., Chicago, Il. 





The only model VW that has received the 
factory seal of approval, the Pyro plastic 
VW kit comes complete with battery-driven 
motor for $1.98. Kits are available from 
Hobby City, 148 West 22nd Street, New 
York, N.Y. 





Fletcher © Aviation 


Corporation recently 
announced production of a self-contained 
air-cooled engine intended for all applica- 
tions that require a light, compact power 
source, Patterned after the Porsche engine, 
it incorporates a fanless cooling system 
that utilizes the exhaust stream to move 
cooling air around the cylinder heads. 
The new Flair engine will operate on a 
stationary stand at full power indefinitely 
without overheating. With a weight of 185 
pounds, and a horsepower rating of 65 
bhp the Flair’s power to weight ratio is 
one to three, Present stationary power 
plants have a one to five or heavier power 
to weight ratio. 
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Spectate at your next sports car race in 
comfort with a light-weight folding seat. 
Built of steel tubing, with a heavy canvas 
seat it will support the heaviest enthusiast. 
Folded it fits into a 7-inch by 9-inch vinyl 
carrying case. Send $2.75 to The Crosswinds 
House, Dept. SI, #1 Crosswinds, St. Louis 
32, Mo. 
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Scratch Out, a new product recently intro- 
duced by The Bucket Shop, removes sur- 
face scratches from plexiglas racing shields, 
plastic side curtains, wind wings, and plexi- 
glas back windows. Packaged in half-pint 
cans, Scratch Out sells for $2 and is avail- 
able from the Bucket Seat, 30 Charles 
Street, New York 14, N.Y. 





A combination luggage-ski rack designed 
for use on open sports cars is being pro- 
duced by Baker’s Worldwide Auto Parts. 
Made of aluminum tubing, the rack fea- 
tures a novel mounting system that elim- 
inates the need for drilling holes in the 
bodywork. For more information write, 
Baker’s, 1073 Hempstead Turnpike, Frank- 
lin Square, Long Island, New York. 

A recently published pocket-sized book 
offers —in unornamented language — useful 
information on motoring in 16 different 
countries. This 132-page book includes cur- 
rency conversion tables, best routes, com- 
parative clothing sizes US, English, Con- 
tinental, shopping hints for each country, 
and mileage tables. A copy of this helpful 
volume can be had by sending $2 to E. S. 
Lee, P.O. Box 5505, Daytona Beach, Fla. 


OOPS DEPARTMENT 

Though it’s late, we would like to point 
out that the track diagram of the Aintree 
course on page 86 of SCI for November, 
1959 originated in the book, “Motor Racing 
Circuits of Europe”, which is distributed in 
the U.S. by the Macmillan Company. Fur- 
ther the photos of the Tyce-Taylor engine 
in SCI for February, 1960 were by Bob 
Boxberger. 






Now that American rally competitors are 
fighting for that last fraction of a second 
this beautiful bronze-finished sun dial will 
make a thoughtful gift. Just $3.98 from 
E. Joseph Cossman and Co., 7039 Sunset 
Boulevard, Hollywood 28, Calif. 





SCCA CALENDAR 


Just to hand the SCCA National Rally 
and Race Calendars. Naturally, dates are 
not confirmed in this early listing. 


RALLIES 
Texas Region 
North New Jersey Region 
(Jersey 500) 
Arizona Border Region 
(Great Canyon) 
Detroit Region 
(P-OER,) 
Washington Region 
(Virginia Reel) 


March 26-27 
April 7-10 


April 23-24 
April 30-May | 


May 20-22 


May 21-22 San Francisco Region 
(Golden West) 
June 4-5 Milwaukee Region 


(On Wisconsin) 
Central New York 
Region (Historic N. Y.) 


June 18-19 


July 8-10 South Illinois Region 
(Thirty et Six) 
July, 15-17 Chicago Region 


August 19-2] New England Region 
(Berkshire) 
September 16-18 North East Ohio Region 
September 23-25 Colorado Region 
(Colorado Divide) 
New York Region 
(Rip Van Winkle) 
San Jacinto Region 
(Texas) 

Los Angeles Region 
Philadelphia Region 
(Appalachian) 


October 7-9 
October 21-23 


November 4-6 
November 4-6 


RACES 


Midland 

Pensacola, Florida 
Marlboro, Maryland 
(President’s Cup) 
April 30-May1] VIR 

May 14-15 Cumberland, Maryland 


March 19-20 
“April 2-3 
April 15-17 


May 28-30 Bridgehampton, N. Y. 

June 18-19 Elkhart Lake, Wisconsin 

July 1-2 Lime Rock (4th rain 
date) 

Jyly 16-17 Continental Divide 
Raceway, Colorado 

August 6-7 Montgomery, New York 


August 20-21 Louisville, Kentucky 
(Kentucky Derby 
Festival) 

Thompson, Connecticut 
Elkhart Lake, Wisconsin 
(Elkhart Lake 500) 
September 23-24 Watkins Glen, New York 
October 29-30 Fl] Paso, Texas 
November 12-13 Daytona Beach, Florida 


September 3-4-5 
September 10-11 
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Every one of these fine cars 
: 


comes to you Lucas equipped. 
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< Fikes > 
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|For peak performance for 
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the life of your car always 


replace Lucas with Lucas. 
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\ LUCAS | COILS - HORNS - REGULATORS - STARTERS 
501-509 West 42nd Street, New York 36, N.Y. 
WINDSHIELD WIPERS - GIRLING BRAKES 


Factory branches in New York * Chicago « Houston « Los Angeles « San Francisco « Jacksonville ¢ Boston « Seattle BATTERIES - GIRLING SHOCK ABSORBERS 
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TRIUMPH TR-3 
OWNERS 


NOW YOU cm 


SUPERCHARGE WITH JUDSON 


45% more horsepower at the rear wheels 
Amazing acceleration 

Surging passing ability 

A higher cruising speed 

Better control for safer driving 


“It's amazing”—say leading sports car drivers 


The Judson Supercharger provides more than just improved 
performance, it’s a new experience that you get only from 
a good car that is properly supercharged. It’s the “‘right’’ 
combination. Only with supercharging do you get such a 
“snap” in accelerating. Only with a supercharger do you 
get that feeling of flexibility and absolute control. It gives 
you rocket performance, a new thrill in motoring pleasure. 


Get all the power out of your TR-3, power that you never 
realized was there. Smooth surging power that is always 
available with a Judson supercharged engine. 


Wrife today for literatute 


SUPERCHARGED f. tytn me oF 


Paso OHOCKEN. PA 
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LETTERS 


WHY BE SHIFTLESS? 


Recently I had the experience of owning 

a 3.4 Jaguar with automatic transmission 
and I wish to advise would-be-buyers to 
consider the issue carefully before accept- 
ting the automatic over the standard gear 
box. The advantage of creeping along in 
city traffic with a mushy-feeling transmis- 
sion is a high price to pay for the tremen- 
dous advantages offered by the four-speed 
stick shift in any circumstances you would 
care to mention, It seems a shame so many 
3.4 owners are turning from the velvet- 
smooth gear box to the automatic for 
reasons which [ cannot quite understand. 
With only 2,600 miles on the clock | 
traded my 3.4 for the new Jaguar 3.8 MK 
II with standard shift—and believe me I’m 
the happiest man in town! It’s like driving 
my former MGA with the added con- 
venience of more space and of course su- 
perior performance. 

John D. Walker 

Town of Mount Royal 

Quebec 


PAPER MACHE SPECIAL 


I have just finished devouring the Janu 
ary issue of SCI and read with great:in- 
terest the story of the Paper Mache Spe- 
cial. IT would very much like to ask Mr. 
Walt Martin, the teacher who supervised 
the project, a few questions on construc- 
tion details. Could you please send me his 
address? 

My attempts at fiberglass and aluminum 
have failed miserably and my special looks 
naked without a body. 

Gerald A. Howatt 
Chicago, Il. 


Your letter, along with a number of others, 
has been forwarded to Mr. Martin. Anyone else 
wanting additional information on the Paper 
Mache Special can write to: 

Mr. Walter Martin 

Sunhearth 

Roaring Springs, Penna. 


SCI WORTH MORE? 


I get a kick out of your “hurry up and 


‘renew before the subscription rate goes 


up, etc.” blurbs. Are there really people in 
this wide, wonderful country of ours who 
are interested enough to subscribe to your 
fine magazine who would scream at an in- 
crease in rate? 

In my humble opinion SCI would still 
be the greatest bargain of its kind at $l a 
copy. I frankly don’t see how you can put 
out such a magazine at even the new rates 
and make a profit. I feel like a kid on 
Christmas morning each time I find my 
copy in the mail box. My only criticism is: 
Why not bi-monthly, at least? I long ago 
dropped my subscriptions to all similar 
magazines. (I use the word “similar” 
loosely, because none of the others faintly 
resemble SCIs quality in any way.) Keep 
up the good work. 

A. K. Bradford 
Westfield, Mass. 





1960 RACING SEASON IS HERE 


prepare now! 










IMPORTED ITALIAN 
Sala-Sport 
RACING & DRIVING SUITS 


IN: White, Grey, French Racing 
Blue, Red, or Black 


ONE PIECE SUIT 


$1 5.95 ppd. 


These distinctive garments are original 
Italian racing suits. Preferred through- 
out Europe for comfort and utility. 
Not only most practical for races, ral- 
lies, are also excellent for informal 
lounging. Made to be laundered. Fea- 
tures—elastic gathered wrists, waists 
and ankles. Mandarin collar. Roomy 
pockets with heavy duty zipper closures. 
Tailored poplin fabric. Available in 
above colors. Men’s sizes only: 36, 38, 
40, 42, 44 


TWO PIECE 
RACING SUIT 


$1 6.95 ppd. 


(Pants, $7.95 
Jacket, $9.95) 











Driving Gloves $7.95 Racing Gloves $7.50 
per pr. ppd. per pr. ppd. 


OFTEN IMITATED ...NEVER DUPLICATED! 


IMPORTED ITALIAN Sala-Sport gloves feature NON- 
SLIP GRIP. In skin-soft Italian leather, well venti- 
lated, double leather palms. Four distinctive styles 
(except Shorties) in all sizes, including very small and 
very large: your choice of all black; tan and natural 
brown; white leather back and tan palm; knit back and 
brown palm. SHORTIES in knit back and brown palm 
only. Sizes: 614-10 inclusive for ladies and gentlemen. 


amco 


(WIND WINGS 
and SUN VISORS 


for driving comfort 


All ‘‘amco” wind 
wings and sun visors 
have highly polished 
edges — Fittings are 
made of machined 
brass, triple chrome 
plated. 
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WIND WINGS 
MGA; MG-TC-TD-TF; Triumph 2-3; Berkeley; Fiat 
600-1100; Sprite $16.95 per set ppd. 
Austin-Healey 100/4 & 100/6; Jaguar XK120-140 Road- 
ster; Alfa-Romeo; Porsche CPE; Mercedes 190SL 

$19.95 per set ppd. 

Karman-Ghia $24.95 per set ppd. 
SUN VISORS 
MGA; MGA CPE; MG-TC-TD-TF; Triumph 2 & 3; 
Austin-Healey 100/6; Berkeley; Sprite, $6.95 ea. ppd. 
Jaguar XK120-140-150; Austin-Healey 100/4 
$7.95 ea. ppd. 


PERSONALIZED 


Cuff Links 
AND MATCHING 
Tie Bars 








Cuff Links $4.95 pr. ppd. Tie Bars $2.95 ppd. 
Beautifully finished in rich vitreous enamel (jewellers’ 
quality). Links double-hinged for ease of insertion and 
perfect comfort in use. De-Luxe pack—of velvet padded 
black Dlastic case with transparent lid. Emblem Cuff 
Links & Tie Bars available for: MG, TR, Jaguar, A-H, 
Alfa, Corvette, and many others. 









NEW jon 


UNIVERSAL 
Side 
) Mount 


MIRROR 

Made in_ England. 

Raydyot’s latest accessory, 

accentuates the distinctive ap- 

pearance of your car. For mounting 

on side of door or next to windshield 

post. Self-tapping screws and rubber base 

washer included. Exquisite craftsmanship, triple 

chrome plated on brass. Pillar is reversible for use 

on left or right side. Specify your choice, Convex or 
Flat Mirror Glass. 


SAFETY 


Flick 
$1.95 Switch 


ea. ppd. by ‘“‘Raydyot”’ 
Made in England. Completely new 
auxiliary switch as fitted to many 
leading cars as original equipment. 
positive toggle action with exclusive 
shaped operating lever. Perfect driver finger 
tip control means extra safety under night 
driving conditions. Specify your choice: 
White or Black Lever. 


cd. 
ya « FIA APPROVED BRITISH MADE 
® | 


| Racing Mirrors 
& 


by “Raydyot” 

$5.95 ea. ppd. 
Shatterproof mirror in your choice of flat or convex glass 
mounted in streamlined spun aluminum cone housing. 
Wt. 534 oz. Adjustable base with positive locking device. 
Recommended for cowl mounting. 


WORLD FAMOUS 


Herbert Johnson 


Helmets 
$28.00 ppd. 


(State hat size) Model A 
Made in England and preferred by 
champions throughout the World. 


tt _. | 
Herbert Johnson 


Helmet / 
$32.50 ppd. —= 


(State hat size) Model B 
R.A.C. approved, has / 
temple protection and 2 
detachable peak to which 
the Visor can be attached. 


HERBERT JOHNSON FACE SHIELDS 
$12.50 ppd. State choice of clear or tinted. 













4-PANEL LENS 
ITALIAN 


Goggles ! 
Laminated shatterproof glass. Large conforming 
rubber face-pads with foam rubber lining for 
extreme comfort. Choice of clear or smoke 
colored lenses. 


SUPER PROTECTOR 60 (adj. bridge), 


$14.95 ppd. 
PROTECTOR 34 (non-adj. bridge), 
$11.95 ppd. 
Specify Smoke or Clear Lenses. 





JUST OFF THE PRESS — OUR 
1960 REVISED CATALOG 


Profusely illustrated catalogue containing hundreds 
of accessory items imported and domestic, repre- 
senting our complete line. Catalogue of automotive 
accessories for the foreign and sports car owner and 
enthusiast. 50¢ ppd. (refundable on first order). . 


@* @ 
Custom Chrome by amco 
Gear Shift $2.95 ea. ppd. 


Knobs Chrome plated Gear Shift Knobs of 


distinctive design with car crests, 

crossed flags and St. Christopher 
medallions in raised metal outline. Formed for com- 
fortable, safe gear shifting. For: TR, Renault, A-H 
100/4 & 100/6, MG, Mercedes .190SL, Sprite, Jag. 
Corv tte, Volks, Porsche, Volvo. 


BELL 500 TX* RACING 


Crash Helmet 


New energy absorbing non-resil- 
ient liner as specified by the 
Snell Fund Study. This study 
conducted by Geo. G. Snively, 
M.D. is the first comprehensive 
racing crash helmet test ever 
made in this country. *Licensed 
by Topex. Sizes: 634” thru 74”. 


Hel met with visor, $38.50 ppd., less visor $37.00 ppd. 


Q BELL “5O00TX” 


Bubble Shields 


Made of non-inflammable plastic. 
Are streamlined and shatter re- 
sistant. Tested at over 200 mph 
and gives undistorted vision. 


SNAP FLIP 
ON UP 
CLEAR BUBBLE SHIELD 


.95 ppd. $7.95 ppd. 
CLEAR with oc 








ys 


-90 ppd. 8.50 ppd. 
TINTED BUBBLE SHIELD 5.50 ppd. 8.50 ppd. 
TINTED with SUNSHADE 5.95 ppd. 8.95 ppd. 


“Flip UP model comes in two sizes: SMALL, for sizes 
up to & incl. size 7; LARGE for sizes 74 and larger. 


THE WELL KNOWN 
DERRINGTON RACING 


Steering Wheel 
$50.00 ppu. 


State make, year, model 

of car. 

AH, Jag, MG-A, TC, TD, TF, 
TR 2 & 3, AC, Corvette, Por- 
sche, Aston-Martin, Alfa Romeo 
1300 only. 

Duralumin one-piece frame with 
rim made in contrasting lamina- 
tions of light African Obechi wood and rich dark Ma- 
hogany. Hand French polished, finger serrations for a 
much more firm grip. This wheel is slightly smaller in 
diameter (16”) and allows an ease of handling not ex- 
periénced with stock wheels. No driver who has tried 
one has ever failed to express his enthusiasm for the 
distinctive Derrington wheel. The purchase price includes 
all necessary fittings. (Corvette, 17” dia.) 


HEAVY DUTY ALL RUBBER TWO-TONE 
Floor mats 


$7.00 


per pr. ppd. 


$3.50 


each ppd. 


With name of your car molded in rubber. You will wear 
heel marks completely through the carpeting of your car 
within three or four months if you do not protect it. 
High heels on passenger side are particularly destruc- 
tive. Choice of colors. Red, Black, Blue, Green. STATE 
MAKE OF CAR. For: Mercedes; MGA; MG; Fiat; 
Triumph; Renault; Corvette; T-Bird; Alfa; Porsche; 
——es Hillmcn; Jaguar; Aston; RR; Morris; 
Morgan. 





JAGUAR 





TO ORDER: Send check or money order. Enclose a min- 
imum of 4 deposit for C.O.D. Calif. residents add 4% 
State tax. We extend a 10-day money back guarantee on 
all merchandise. When applicable, state size, style, 
color, and 2nd choice if acceptable. 
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FOREIGN AND SPORTS CAR ACCESSORIES CENTER 


10305-07 Santa Monica Blvd., West Los Angeles 25, Calif. 
B 


Radshaw 2-4455 or CRestview 1-3775 
Just three blocks west of the Beverly Hilton Hotel 
DEALERS INQUIRE 
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ABARTH 





For Greater POWER 


g ror me VOLKSWAGEN I 
aS : 
New Cee all 760 models 4 


ABARTH VW-300 V\ 
Free-Exhaust System * 


_ &@ Congratulations! You bought your new Volkswagen be 
cause you felt it was the best car for the money. But you will 
never know its full performance until you add an ABARTH. 
The four-barrel VW-300 eliminates back-pressure, providing 
up to 28% more power, with proportionate fuel savings. And§For | 
it is so ruggedly built, it will outlast the car! No wonder. poi 
more Grand Prix winners, and smart VW owners the world Ca 
over, prefer ABARTH—no other exhaust system can match il! 











* 





ABARTH Free-Exhaust Systems 
for the FIAT 500, 600, 1100 and 1200 | 


= Turn that FIAT of yours into the easiest-operating speedster f 
on the road! In addition to custom exhausts, ABARTH alsd 
offers complete modification kits, competition exhaust sy> 
tems, supplementary cooling systems and other accessories 
Equip your car with ABARTH units, and you'll zoom ov! 
front in city traffic and on the open highway. You will 
accelerate faster, turn hills into gentle slopes, and increasé 
the life of your engine! Your FIAT deserves the best—ABARTH 
Free-Exhaust Systems are the best. : 


34 








Model F-1158 NOTE: FISHER PRODUCTS now offers over 35 different custom-made ABARTH 
Free-Exhaust Systems. For complete details on the ABARTH System made spe- 
For 1958 FIAT 1100 and loter $4950 cifically for your car—and the name and address of your nearest dealer—WRITE 








TODAY TO FISHER PRODUCTS, Long Island City or California! ‘| 
a 





MotoMeter 


For Greater SECURITY 


New! 2-In-1 Dash Instrument 


w All in one 2%’ chrome case—an all-electric Fuel Level Gauge, Oil 

Temp Gauge and a Reserve Fuel Level Warning Light! Assures greater 

Model VW/2-In-1 driving security and engine protection. Adds a professional look to your 
$9995 dash. Easy-to-install. Sold with complete instructions. 





New! Fuel Level Gauge 


w De luxe, all-electric gauge with Reserve Fuel Level Warning Light! Easy- 

to-read, glare-free illuminated dial in a heavily chromed case. Luminous 

Model 1836/598 pointer. Shock-proof and absolutely reliable. Anyone can install it. 
$1995 Complete step-by-step instructions with every unit. 1%.'’ diameter (40 mm.) 





New! Indoor-Outdoor Air Thermometer 


@ Actually, two thermometers in one heavily chromed case—one for inside 

Model TH-502-F6V temperature readings, another for outside readings! Precision-built for 

Model TH-502-F12V extreme accuracy, with a new two-tone design for fast, at-a-glance read- 
$995 ings. Specify 6 or 12-volt model. 2,’ diameter (52 mm.) 


Cw For the FIAT 600, Il00 and 1200 


Water Temperature Gauge 


@ This is the gauge you’ve been waiting for! Now you can end overheating 
worries, and drive your FIAT with complete peace of mind. The precision, 
super-sensitive MotoMeter Water Temperature Gauge will provide a con- 
stant and absolutely reliable check of your heating system, revealing the 
slightest temperature change. Housed in a handsome and heavily-chromed 
case, with an illuminated dial for easy reading. A snap to install. Simply 
follow the step-by-step instructions. 1%,’ diameter (40 mm.) 


For the FIAT 600, *1Q%5 
For the FIAT 1100 and 1200, $g%5 


ISH ER PRODU HRS 21-25 44th DRIVE - LONG ISLAND CITY 1, N. Y. 
8836 NATIONAL BLVD. - CULVER CITY, CALIF. 





Dunlop Tires Carried Every Winner 





Bruce McLaren wins U.S. Grand Prix on Dunlop tires. 


In 1959 Grand Prix Races 


When Bruce McLaren won the Grand Prix of the United States, he also 
set a new world’s record for Dunlop tires. Dunlop tires were on the cars 
that won all eight 1959 International World Championship Formula I 
Races and on the cars that placed second and third in all eight events! Jack 
Brabham, who took the World Champion Driver's crown, also drove every 


race on Dunlop tires! 


A clean sweep for a whole year of the world’s most gruelling automotive 
races — it’s a Dunlop record that no other tire can match. And it’s a strong 
reason for putting Dunlop tires on your own car, whether yours is a race 
Car, a sports car, or a family model (imported or domestic). You see, 
Dunlop puts the know-how it learns at the races into every tire we build 
—and there’s a Dunlop tire that’s right for every type of car on the road 
today. Consider these facts carefully. You'll see why you’re better off... 


on Dunlop tires. 





NO OTHER 
TIRE CAN 
MATCH 

THIS RECORD 





UNITED STATES GRAND PRIX 
MONACO GRAND PRIX 


DUTCH GRAND PRIX ......... Ist, 2nd, 3rd 
EUROPEAN GRAND PRIX ....... Ist, 2nd, 3rd 
BRITISH GRAND PRIX......... Ist, 2nd, 3rd 
GERMAN GRAND PRIX ........ Ist, 2nd, 3rd 

ORAS (5% 2 Ist, 2nd, 3rd 


PORTUGUESE GRAND PRIX 
ITALIAN GRAND PRIX......... Ist, 2nd, 3rd 


a ine Ist, 2nd, 3rd 
ve a ate is shia Ist, 2nd, 3rd 








Every world's land speed record since 1929 
has been set on Dunlop tires 


DUNLOP 


TIRE AND RUBBER CORPORATION, BUFFALO 5, N.Y. ¢ 
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EUROPEAN 
NEWSLETTE 


mA rear-engined Formula | Lotus is in 
the works for 1960. Possessing the same 
weight distribution of the 1959 cars, to 
give unchanged handling, the new car will 
use a 1958 Le Mans type gearbox, with a 
layout similar to that found on Porsche 
transmissions. Rear engine layout will get 
back the 25-odd horsepower that has cur- 
rently been lost by angled transmission 
shafts. 

Ferrari has been experimenting with a 
Cooper chassis bought from Centro-Sud, 
using a single camshaft V-6 Dino engine. 
This is the probable basis for rumors 
about a rear-engined Ferrari. Dunlop disc 
brakes will continue to be used by Ferrari 
in 1960. 

Stirling Moss has contracted to drive a 
Formula II Porsche in 1960. The car and 
a Spare engine has been purchased by Rob 
Walker’s stable. Alf Francis has already 
spent time at the factory learning the 
engine. 

Dan Gurney has signed with BRM as has 
Graham Hill. 

Work is going ahead with Rob Walker's 
own car, the “Walker”, designed by Co- 
lotti, based on the Cooper layout but with 
refined frame structure. 

Mercedes Grand Prize rumors are again 
rampant; a possible Porsche design backed 
by Mercedes has been talked about. The 
story is that the engine is a V12, develop- 
ing 208 bhp, and that it has lapped the 
Ring in close to 8 minutes!! People of 
importance in racing claim to have seen 
the engine on test at the Porsche works. 
The BMW stockholders turned down the 
proposed purchase of the plant by Daimler- 
Benz. 

Rallies have been the thing during the 
past winter in Great Britain. Both the 
RAC Rally and the Monte Carlo were 
followed closely by enthusiasts in England. 
There are so. many English entrants in 
the Monte that it almost takes on the 
character of an all British rally. 

Perhaps Jacques Taffe will forgive me 
for referring to his classic event as a British 
rally, but so highly do the motorists and 
manufacturers in this island regard the 
Monte that few dare ignore its reputed 
publicity value and the industry is an- 
nually thrown into a complete hoo-ha as 
the time for its inception draws near. 
Weather makes of this rally such a gamble 
that most manufacturers would gladly turn 
their attention to an event where a well 
prepared car and driver were of more 
importance than a ‘sudden snowfall in 
the Auvergne, but the whole thing has 
become the focus of a peculiarly British 
tradition to the extent that a large and 
thriving club exists for competitors past 
and present and 85% of the entry comes 
from this country. 

The RAC Rally, while not the best 
rally ever, was quite the best that our 
ruling club have put on and good by any 
standards: it is a great pity that the result, 
in abeyance due to a protest by Auto- 











IMPORTANT NEWS ABOUT 












The New 2000 is here! 


Now added to the distinguished Alfa Romeo family is the exciting and beautiful new 2 Liter 
roadster styled by Carrozzeria Touring. You will be amazed at the lightning acceleration 
and silent power of this new great Alfa Romeo model. See and drive it 


to confirm that “Italians Build Such Exciting Cars?’ 


GIULIETTA SPIDER 1300cc, 91 hp, 96mph $3515 
GIULIETTA SUPER SPIDER 1300cc, 103hp, 118 mph $3885 
GIULIETTA COUPE 1300cc, 91 hp, 103 mph #3838 

GIULIETTA VELOCE COUPE 1300cc, 103hp,118mph $4144 
2000 SPIDER 1975 cc, 131 hp, 126mph $5365 











* SUGGESTED N.Y. POE PRICES 


WEST COAST PRICES SLIGHTLY HIGHER 








Illustrated: Giulietta Spider 


U.S. Distributor: 


HOI 3 MAN New York: 443 Park Ave., PLaza 9-5120 - Beverly Hills, Calif., 9130 Wilshire, CR 4-8231 + Call or write for nearest dealer 
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EUROPEAN 
NEWSLETTER 


Union driver Wolfgang Levy, who stands 


‘to win the European Touring Champion- 


ship thereby, will not be known until after 
the Monte Carlo Rally, which is when 
the CSI of the FIA have their next meeting. 
Perhaps the most notable feature of the 
event was the appearance for the first 
time of works teams of the revolutionary 
1959 models from BMC, Ford, Sunbeam 
and Triumph. The last named firm, due 
to their early announcement had already 
tasted victory by gaining a Coupe des 
Alpes with a semi-works sponsored Herald 
Coupe in the hands of “Tiny” Lewis. They 
drew blood again in the RAC by winning 
the overall team prize with this model, 
their sister TR3s being second. Rally mods 
to the cars are simple and presumably 
available to all, they consist of strength- 
ened rear radius arms, modified axle ratio 
where permissible, Burgess silencer, flat- 
tened rear spring, raised compression ratio, 
export radiator and a four bladed fan. 
Triumph are not the only concern to put 
all their eggs in one basket. BMC’s baby 
cars aroused immense enthusiasm among 
their rally crews, mainly on account of 
their fantastic roadholding. This was ap- 
parent in the numerous speed tests on 
well known Club circuits, where they were 
able to make up in cornering power what 
they had to give away to more potent ma- 
chinery on the straights. In subsequent 


events we shall have demonstrated to us 
the tractive ability of 10” front wheels with 
the engine above them and be able to 
compare them with somewhat larger rear 
wheels also with the power unit on top. 

The new Ford Anglia was not so over- 
whelming as anticipated in the RAC event 
but there was little mechanical bother and 
Anne Hall was able to take away the Ladies 
Prize. In the speed tests it was observed 
that although these cars would go into a 
corner as fast as the Heralds against which 
they were matched, they would come out 
more slowly due to slowing down on their 
understeer. Someone has already remarked 
that however fast one takes the car into 
a corner it comes out at 45 mph, no more, 
no less. Even if this is a truism there is no 
doubt that this is a car which lets fools 
off lightly. 

Our own transport for the RAC was the 
family Mini-Minor, filched from the eager 
hands of Mum for the occasion and tem- 
porarily converted into the likeness of a 
rally car by fitting a cornering light and 
removing the air filter, the latter mod 
having the reverse of the desired effect by 
reducing the maximum by almost 10 mph. 
Travelling on streaming wet Highland 
roads in the depths of night we were able 
to observe that an accompanying Minor 
1000, well driven and fitted with Dunlop 
Durabands, had to use all the road to 
cruise at our speed while we were able to 
keep inside the white line . . . and the law. 

For Dunlop’s competition department, 
rallies are almost as big a headache as the 
races. As part of their duty to keep the 
customer on the icy road they are produc- 
ing a special Duraband — their steel cord 
tire — with tungsten carbide tipped studs 
inserted in the tread. This French idea, 


instigated by a M. Maillard, was a great 
help to the winning Renault Dauphine in 
1958, applied to Michelin X tires. Dunlop 
tried the same idea last year, applied to 
their Weathermaster cover but had,a num- 
ber of failures due to their studs being 
too large and overheating when the drivers 
had perforce to negotiate quite short 
stretches of dry road at speed. Also lacking 
was the bracing effect of the steel cord. In 
addition to the work of studding, which 
is a hand process and costs up to $30 per 
tire, the Dunlop special shop had a prob- 
lem on hand stocking up the motor-racing 
circus with their new R5/D9 cover, intro- 
duced for the Oulton Gold Cup Race. This 
tire has no sidewall rubber and a flattened 
cross-section, features said to be worth 
nearly two seconds a lap at Oulton. 

We were recently privileged to enter the 
hallowed and forbidden precincts of the 
Special Shop, suitably situated at Fort 
Dunlop. Here, in an atmosphere of peace 
and unhurried craftsmanship were being 
made the covers which have shod the first 
three cars in every Grande Epreuve this 
year. Despite the apparently leisurely pace 
and the immense care at every stage of 
manufacture, 13,000 racing tires have been 
produced this year. It is encouraging to 
discover that the inspection department 
admits of no tolerances; any cover not per- 
fect is destroyed. Currently in hand are 
the tires for Donald Campbell’s Land 
Speed record car and test running will be 
carried out in the new high-speed test 
house, an underground establishment 
heavily lined with concrete and featuring 
closed circuit television to observe every 
aspect of the tires’ behaviour. Strangely 
enough Dunlop do not rate this problem 
so highly as the design of road racing tires. 
Having “tired” practically every Land 
Speed record holder in the last quarter 
century they have enough data on the 
files to render proving of these new tires 
a simple test house procedure. 

Technical journalists recently had _ re- 
vealed to them a display of multi-fuel en- 
gines at the War Department’s Chobham 
establishment. The most powerful of these 
units, a Leyland, supercharged, opposed 
piston, two stroke developing 700 bhp had 
as a starting device none other than a 
miniature three cylinder, opposed piston 
blown engine to match, produced by our 
old friends Coventry Climax. Torque and 
horsepower figures for this engine are 
eagerly awaited. 

‘The robustness and easy shifting of the 
gearbox on the new Ford Anglia 105E has 
attracted much attention and there is no 
doubt already a queue of special builders 
for this blocker ring synchro box. It is inter- 
esting to ponder that this box must have 
the shortest linkage of any box of this type, 
most of which appear on rear-engined 
cars or are commanded by steering column 
levers. 

Technical progress, hailed by some, is 
not always so apparent to the uninitiated. 
Many old Ford owners are bewailing the 
passing of the old side valve, whose low 
speed torque made a three speed gearbox 
possible and gearchanging an infrequent 
necessity; to these people a fourth speed 
is just one more cog to be swapped, a 
necessity with the relatively low torque 
short ‘stroke engine. —sei 
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corvette 
country! 


Take a pale gold afternoon in country like this, on a swooping, diving, swirling road 


like this. In any car it would be a joy. But in a Corvette it 1s wonderfully close to pure 
poetry. For poetry-in-motion marks everything a Corvette does. The clean, precise arc 
of its steering. The soaring thrust of its acceleration. The incredible taloned grip of 
its brakes. The supple suspension that seems to flow into and become part of the road. 
One thing is sure: uf you haven’t ever tucked in behind that big spring steel wheel and 
gone winging through Corvette country, you've missed the greatest driving pleasure you can 
know. Which is a pity, with your Chevrolet dealer so close! .. . — 
Chevrolet Division of General Motors, Detroit 2, Michigan. CORVETTE by Chevrolet 
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That 1961 Formula 


In late October of 1958 a decision was made on a new Grand 
Prize formula to be effective at the beginning of the 1961 
season. Perhaps like no formula before, these rules have touched 
off a raging controversy that shows few signs of abating. What 
are they? They read as follows: "From January Ist, 1961, 
Formula 1 shall be for cars with a cylinder capacity of from 
1300 to 1500 cc unsupercharged, running on commercial fuel. 
A number of other devices will also be compulsory. These are: 
1, a protective roll-over bar; 2. an automatic starter; 3. a 
double braking system — one working on all four wheels and 
an emergency system working on at least two front wheels; 4. 
no replenishment of oil to be allowed during a race; 5. “safety- 
type" fuel tanks; 6. driver's cockpit to be open and all wheels 
exposed; 7. cars to have a minimum weight, including oil and 
water but without fuel, of 500 kilograms (1102 pounds), this 
weight not to be made up by ballast." SCI has asked two 
experts, each with an active and practical interest in motor 
racing, to give this formula a thorough going-over. Deeply 
opposed to it is Stirling Moss, whose sincere and professional 
attitude toward the sport doesn't need underlining here. Just 
as deeply in favor of the formula is Richard von Frankenberg, 
who brings to bear years of experience with 1500 ce racing 
and a sympathetic view of the European Grand Prix situation. 
Immensely successful at pushing Porsches, he has worked for 
the Stuttgart factory and is now Sports Editor of the German 
journal DAS AUTO. 



























































BE TE TE TETRIS. BIS lI TLE ALS IB ARI i ee 


® Racing formulas aren’t pulled out of thin air, They're 
devised by the “Commission Sportive Internationale” of the 
FLA., the ultimate international authority in motor racing. 
In this commission are seated all the representatives of those 
countries that are involved in automobile sport in some way 
=thus not only those countries which actually build racing 
tars, but also those which organize great racing events with- 
out possessing racing cars. Remember that countries like 
Belgium, Holland and Portugal sponsor Grand Prize races 
for Formula | cars without ever having built such cars. Be- 
fore these national representatives meet in Paris to present 
aid attempt to co-ordinate their concepts of new racing 
formulas, they've conferred at home with the automobile 
dubs—the race organizers—and with technical authorities to 
“ttle on an “order of march” for the F.I.A. discussions. 
When a new formula is being shaped the members of the 
CS.1. are duty bound to keep three key issues in mind: First, 
anew formula must pose new problems for the designers— 
problems whose solutions will be of some use to the further 
development .of the automobile. Second, it should be pos- 
ible for a large number of firms to participate in the races 
according to the new formula without an excessive financial 
burden, Third, the framework of a new formula should 
tmbrace exciting dices on the track for the benefit of the 
public. We mustn't forget that a promoter can not organize 
4Grand Prize without spectator support. 
The present Grand Prize formula has been in effect since 
the beginning of 1954. It was originally planned to run four 
fears but was lengthened, with the addition of a restriction 
(Continued on page 72) 
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At 22, Bruce Leslie McLaren, son of a racing driver, 


is rapidly putting New Zealand on the European racing map. 


by Dennis May 





McLaren at rest (left), and McLaren at speed (above), Young Bruce 
is at work on the type of circuit he likes best, twisty Oulton Park. 








pm» Opportunity knocked for New Zealander Bruce 
McLaren, albeit inaudibly, the day he signed an entry 
blank for the 1958 German Grand Prize. This was a quali- 
fying event for the AUTOCAR’s F2 drivers’ championship— 
as long as at least six eligibles made the lineup. Only 
twenty years of age, with previous European race experi- 
ence that was measurable in months rather than years, and 
well supplied with the “Who? Me?” diffidence the young 
occasionally show vis-a-vis their seniors, McLaren, left to 
himself, would probably have passed. He wasn’t left to 
himself, though. Ian Burgess, who knew there'd be five F2 
men at the Nirburgring but wasn’t too sure of six, jollied 
him into entering. In second place on the AUTOCAR score 
chart, as he then was, Burgess obviously had a vested in- 
terest in making up a quorum, and if the indispensable 
sixth man could be a boy rather than a man, preferably 
unversed in the Ring’s notorious sinuasities, why, so much 
the better. 

Although, as it developed, there finally were no less than 
ten F2 candidates for the Grosser Preis starting grid, the 
Automobilclub von Deutschland showed what they thought 
of the beardless Bruce by making him reserve driver. In- 
deed, he was a boy, he’d never even seen the Niirburgring. 

Everything panned right until race day, when McLaren, 
who'd made the reserve-to-runner transition through some- 
body else’s default, won the F2 contest outright, driving 
his own Cooper Climax. He also placed fifth on general 
classification, eating the delectable dust of Brooks (Van- 
wall), Salvadori (works 2.2 Cooper), Trintignant (Rob 


Walker 2.2 Cooper, and von Trips (works Ferrari) . Burgess, 
on Tommy Atkins’ 1.5 Cooper, finished third in the F2 
division and dropped to third spot on the AUTOCAR points 
table. McLaren, on the other hand, bounded clear to the 
top in the AUTOCAR competition, and ultimately, follow- 
ing the seasonal finale at Casablanca, ranked second to the 





















All future GP drivers should have understanding fathers. Here, 
Bruce competes in the Ulster Austin tuned and modified by 
McLaren senior. It was the first car he drove in competition. 





new champion, Jack Brabham. 

More than any other single day’s work, it was this 
Nurburgring performance that put McLaren in line for 
elevation to Cooper’s 1959 works team, hub-juxta-hub with 
the now reigning World Champion, Jack Brabham, and 
Masten Gregory. The chubby-faced and likeably ingenu- 
ous Bruce celebrated his twenty-second birthday on August 
30 of last year, making him not only the junior member 
of the Cooper trio but also the youngest driver on any 
constructors’ team in Grand Prize. In common with Stirling 
Moss and the late Mike Hawthorn, Stuart Lewis-Evans and 
Archie Scott-Brown, he is the son of a racing driver. 

His precocious skill, it’s nice to be able to record, hasn't 
gone to his head. Back home in New Zealand, when he 
was taking turns with his father to keep the family Austin- 
Healey’s seat warm in North Island hillclimb and circuit 
meets, he recalls attempting an impersonation of Moss's 
celebratedly relaxed driving style. But he’ll tell you, with- 
out being asked, he’s learnt by experience that merely 
counterfeiting the Moss attitude and making Moss-like faces 
doesn’t make you a Moss in terms of lap times. On the 
other hand, he adds, actually driving in the wheeltracks 
and slipstream of the English master is a very salutary 
exercise indeed. 

To illustrate the point he cites last year’s British Grand 
Prix at Aintree, which incidentally, with its several fastish 
but not too fast right-angle turns, is among his favorite 
British courses. For the greater part of the race, while out 
of sight and object-lesson range of Stirling and. his BRM, 
Bruce was, he says, fairly consistently erring on the side 
of too much selfmade oversteer; the result was that he was far 
from pretty to watch on corners, in his own eyes anyway 
and appreciably slower in overall lap times than his sub- 
sequent 1'57.0” lap proved him capable of. Then, after a 
wheelchange stop had temporarily dropped the BRM be- 
(Continued on page 74) 


The last car Mclaren drove in New Zealand before migrating to 
England was this 1¥-liter sports Cooper. He is shown here 
in a dusty slide during his run in the Wghangarie Hill Climb, 




















At top of page a helmeted Jack Brabham passes a few 
words of advice to Bruce McLaren, who's learning fast. Also 
seen during practice was a photo of Brabham pasted in 
Moss's driving mirror, above. Below, Harry Pierce wastes 
no time unbuttoning Salvadori’s retired Cooper-Maserati. 
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& A true tour de force by Alec Ulmann brought America 
its first look at Grand Prize racing since pre-war Vanderbilt 
Cup days. Forgetting momentarily that Sebring cannot pos- 
sibly be considered on a par with well-known European 
circuits, let’s be grateful that an International Formula | 
event has at last taken place within the continental limits 
of the USA. Watching Moss knock 20 seconds off his old 
sports car record and actually being able to get close to a 
monoposto Ferrari were justification enough for the long 
trek to Florida. The color and glamor of a Grand Prize had 
finally arrived in the USA with the weather proving that it 
doesn’t necessarily rain all the time at Sebring. 

The start of any Formula I event is undoubtedly the most 
exciting, for new-comers. Sebring was no exception for not 
only was there the usual last minute hassle with Harry Schell 
claiming that the timekeepers had done him in, but Stirling 
Moss demonstrated his usual skill in getting off the mark. He 
and Brabham accelerated away with the Australian holding 
a slight edge on initial getaway. Moss, however, regained the 
lead, and increased it impressively within the first three laps. 
We shall never know if Stirling planted the seeds of his 
transmission’s destruction during these early laps or not, but 
after six “giri” the car failed to reappear, having succumbed 
to gearbox failure. 

Moss’s early retirement lessened the suspense, but up to 
then a real battle was in the making with the outcome of 
the world championship at stake. Earlier, Schell had con- 
vinced the timers that he actually turned a quick lap in 
training, fast enough for his Cooper to replace Brooks’s Fer- 
rari on the front row of the starting grid. Its mechanics 
reluctantly pushed the red car to the second row. Up front 
Moss held the slot on the extreme left, Brabham in the mid- 
dle, with Schell now on his right. Maurice Trintignant kept 
Brooks company in the second row while the third rank 
consisted of Trips, Allison and Hill, all in Ferraris. Innes 
Ireland (Lotus), Bruce McLaren (Cooper-Climax), Roy 
Salvadori (Cooper-Maserati), Alan Stacey (Lotus), Bob 
Said (Connaught), Alessandro de Tomaso (Cooper-Osca) , 
George Constantine (Cooper-Climax), Harrry Blanchard 
(Porsche RSK), Frederico O’Orey (Tec-Mec), and Roger 
Ward (Kurtis-Kraft Offenhauser Midget), made up the re- 
mainder of the starting grid. 

It was surprising that opera star James Melton dropped 
the flag rather than the highest ranking national FIA ofh- 
cial present, which would have been Charles Moran. But 
despite this break with tradition, the start was a good one, 
the pack roaring off noisily, the Ferraris moving up rapidly 
in an immediate attempt to dog the Coopers. Just before 
Webster turn, in Harry Schell’s own words, “those two went 
by me like rockets, much too fast to make the approaching 
corner comfortably.” Schell proved correct for Tony Brooks 
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Itwas a long push for a tired Brabham as the crowd stood stunned, 
wondering what effect this would have on his championship. 


At right, Rodger Ward gets a point across during practice, while 
Maurice Trintignant (dark jersey) looks on with skepticism. 


The debut of postwar GP racing in the 
tates proved exciting to the knowledzge- 
ble, while at the same time less interest- 
ng for the uninformed. It was however, a 

‘curtain-raiser for bigger and better things 

o come for both groups. 










As the cars are lined up on the grid, straw-hatted John Cooper 
italks racing with another G.P. car builder: Lance Reventlow. 
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As all year, Ferrari fortunes were mixed. 
At right, Wolfgang von Trips chats with 
Alec Ulmann at finish line after last-lap 
blowup. After long inactivity Trip’s run was 
impressive. Below, Tavoni looks on at left 
while Cliff Allison, Phil Hill and Richie 
Ginther debate a point during practice. 
Clutch failure dogged Hill and Allison. 
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Like its Lancia forebears, the Dino Ferrari is started by electric mot 








or from behind. New rear suspension is also visible a 
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As he enters the Esses, Jack Brabham cocks the Cooper at an angle and 
lifts the left front wheel. The car is understeering strongly here. 


Seen at the same spot as Brabham, Roger Ward tries a dirt-track slide 
on asphalt with his Kurtis-Offy. Even Ferraris are lifting wheels now. 





with von Trips close behind found himself unable to stop 
and went straight on; this was either a sheer case of nerves 
on Brooks’s part or he could have skidded on fuel very 
probably spilled on the course by the leading Coopers. What- 
ever the cause of the incident, Brooks slightly damaged the 
Ferrari of von Trips in the process. 

The entire pack roared past, Trips able to stay in control, 
with the order past the pits on the first lap: Moss, Brabham, 
McLaren, Hill, Ireland—then von Trips. Brooks somehow 
restarted his Ferrari without help, pulling into the pits for a 
brief check of the rear end by the mechanics. Nothing hav- 
ing been bent or damaged, the dentist charged off again. 
But the stop had been costly, for as later events proved it cost 
him the championship and changed the entire course of the 
race. 

Stirling Moss turned a 3’06.2” lap while leading, for an 
average speed of 100.7 mph but once again—for the nth 
time—it was Stirling’s fate to watch from the sidelines while 
someone else (this time it was Maurice Trintignant) bet- 
tered his lap record and then Bruce McLaren took the 
“checker”. Indeed the retirement rate was staggering to the 
U.S. track racing experts present; cars were continually 
calling at the pits, some to be pushed to the dead car park, 
others to be sent back into the fray. Clutch mortality cut 
down the largest number, including Stacey’s Lotus, Ward’s 


Perhaps the most impressive drives were those of Maurice 
Trintignant and Von Trips, the latter appearing to be at 
home behind the wheel of the Dino Ferrari, a car he has 
not driven since the Grand Prize of Italy in 1958. Trintig- 
nant also seems to go better when his teammate, Moss, is 
out of the race. This has happened more than once in the 
past year. Each time he has impressed everyone not only 
with his skill but by a cool-headedness that allows him to 
finish, invariably within the first three places. But the big 
surprise came at the end of the race. On his final lap, Jack 
Brabham felt the Cooper-Climax falter and die, the victim 
of a leaking fuel tank—not more than a quarter mile from 
the finish line McLaren then moved into the lead; Jack, 
jumping out of his car and pushing it across the line, was 
classified fourth overall, retaining the championship crown 
by virtue of his amassed points. 

Technically, the first Grand Prize of America was rich in 
detail. One Cooper and three Ferraris came to Sebring with 
completely new rear suspensions, the Italian cars featuring a 
fully independent parallel wishbone rig similar to both 
Cooper and Scarab. The fourth Ferrari, painted blue for 
Phii Hill, retained the de Dion rear end but was powered 
by a new 2.3-liter single overhead camshaft V-6. The inde- 
pendently sprung Ferraris were obviously easier to throw 
about than before. Power could be successfully applied on 


Me = Offy, Hill’s Ferrari, and Schell’s Cooper. Roy Salvadori lost uneven surfaces and the total effect was that of a much bet- 
@ his gearbox and de Tomaso his brakes. The Connaught and ter balanced car. Hill’s Ferrari was the only one to use 15- 
Tec Mec also retired early. inch rear wheels and it’s interesting to note that this engine 
(Continued on page 88) 
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p Alter months of tormenting delays Reventlow Auto- 
mobiles Inc.’s first Formula I engine was installed on the 
Traco Engineering dynamometer last November 24. It was 
cranked over by hand and the fuel and oil lines were bled. 
The starter was engaged but 12 volts of current wouldn’t 
crank the slightly tight new engine fast enough for it to 
light. The assembled staff was intent and silent as Frank 
Coons attached cables to another 12-volt battery. He hit the 
starter again and this time the dual-overhead desmodromic 
four-banger leaped into noisy life at a fast idle and every- 
one’s tensions relaxed. 

Actually, the engine was surprisingly quiet. Plenty of noise 
had been anticipated from the desmo valve train and from 
the gear tower but these hummed below the louder sounds 
of injector air-intake and dyno gearbox. Travers and Coons 
cycled the engine, checked adjustments and instruments. 
Coolant and oil temperatures were up to operating levels 
and revs were at 6000 when it happened...an exhaust 
valve broke. 

It was no fault of the valve or of the desmo train. It was 
simply that the high thermal expansion of the exhaust 
valve’s stainless steel had been underestimated and insuf- 
ficient clearance allowed. The lessons of that first test run 
have been applied to the engine and now, in mid-December, 
it's back on the dyno again, undergoing the development 
that should have it ready for the starting grid sometime 
this spring. 

What everyone wants to know, of course, is how closely its 
output will approximate the estimated, hoped-for 250 to 
260 bhp. But peak power readings are something you go 
after when every element of the engine has been checked and 
re-checked for correct function and reliability. The first dyno 
run confirmed the main bearing clearance of .001 to .0015 
inch but showed that .002 for the rods was a bit snug and 
that .003 would be better. The oil passage to the camshafts 
proved to be a bit small and oil scavenging in the sump 
required improvement. For the present we can only say 
that the engine runs and that it seems to run exceedingly 
well. 

That it ran so well from its first revolution is due, to a large 
extent, to the perfectionist workmanship of Jim Nairn, in 
whose Culver City shop most of the engine machining was 
done. Very few changes have been made in the engine which 
was described in detail in SCI for May, 59. The most im- 
portant of these few is enlargement of the inlet valve seat 
from 1.89 to 2.0625 inches. For the present, Hilborn con- 
stant-flow injection is being used in preference to the 
carburetion alternatives. The Lockheed two-plate clutch 
has been replaced by a similar Borg & Beck assembly. 

The engine uses no gaskets and all mating surfaces have a 
machined fit. A slot is milled in the sump flange to receive a 
round neoprene seal and each oil and water passage in the 
head-surface of the block is encircled by a recessed O-ring 
of neoprene. Circular slots are milled around the cylinder 
bores to receive hollow, gas-filled copper O-rings. These ex- 
pand with rising engine temperature and help create a 
positive seal between block and head. And even the main 
bearing caps are retained by aircraft nylon-core self-locking 
nuts which do not require cotter pins. 

While sweating out the long, slow process of prototype 
engine manufacture the RAI staff has been hard at work 
on chassis development, using one of the new F1 machines 
and a three-liter Offenhauser engine laid on its side. Al- 
though capable of higher output the Offy has been tuned 
to deliver the maximum expected from the 2¥liter Fl 
engine: 260 bhp. It weighs about 100 pounds more than 
the new Scarab power plant and the test car, fuelled and 
with driver aboard, weighs about 1600 pounds. In this 
machine Chuck Daigh has accumulated over 1000 fast miles 
at Riverside Raceway. 











PROGRESS REPORT 
SCARAB FORMULA ONE 


BY GRIFF BORGESON 





THE ENGINE RUNS 
AND THE CAR GOES... 


NOW FOR THE ACTION. 


The official lap record for that fast course was set in 
the 1958 LA Times Grand Prix, in a Scarab sports car, at 
2:04. Daigh was the driver. During the 1959 installation of 
the event no one got within shooting distance of this record 
although machines such as the four-cam 4.1 Ferrari tried. 

Daigh’s best time around the Riverside course in the Offy 
monoposto to date is 2:00.9. This was turned with bad brakes 
and with the car badly out of shape in the turns but sticking 
like mad thanks to the bite provided by slick-tread tires all 
around. At present and on patterned Goodyears Daigh can 
lap the course consistently at 2:02. 

Is this good? No one knows. No other F1 car ever has run 
at Riverside and we can only go by estimates. If good, well- 
driven three-liter sports cars— not to mention the more 
formidable ones— can’t begin to approach Daigh’s times, 
maybe the F1 Scarab already shows immense promise. Then 
there are the Hills and Gurneys who say, “A good F1 car 
could get around here in 1:55.” If they’re correct then RAI 
has a long way to go. 

Lap times slightly under two minutes should be possible 
since the Scarab monoposto still hasn’t had a set of useful 
brakes. The original, single water-cooled brake at the rear 
worked very well but the expander-tube drum front brakes 
required pedal pressures that were impossibly high. These 
finally were abandoned in favor of clutch-type water-cooled 
disc brakes all around which, at this writing, are being 
fabricated. As a stopgap measure conventional shoe-type 
brakes are being used on the test car but they provide very 
inferior stopping power. 

If the water-cooled brakes are disappointing there’s an 
easy remedy: just buy Dunlop caliper-type disc brakes over 
the counter. But RAI is looking, of course, in all areas for 
solutions that are better than and not merely equal to what 
the competition already has. At any rate, given brakes that 
are at least equal to the available Dunlop discs, the mono- 
posto’s lap times will quicken. 


Testing the Fl Scarab at Riverside has been a revealing 
and very educational experience. Daigh can take it around 
at 2:04 and literally motor around the corners, with attitude 
of car and wheels almost perfectly normal. But at 2:02 it’s 
a different world and it’s here that aspects of performance 
manifest themselves that are unknown to production car 
drivers and that few competition sports car drivers are 
aware of. 

Consider the much written-about ideal of race-car han- 
dling: neutral steer, by virtue of which a car goes through 
a corner at a slip angle with all four wheels pointing in the 
same direction. In the light of the F1 tests, chassis engineer 
Marshall Whitfield has this to say: 














In best racing tradition is fully-machined, chrome-vanadium steel crankshaft of the Scarab. This crank is the more heavily counterbalanced of the 
two types that are being tested in the engine. Massive gear handles considerable load of drive train to cams, pumps, magnetos and injection. 











Halibrand rear end assembly and Corvette gearing assemble into a neat package for the Fl Scarab. Casing between them encloses auxiliary cogs for 
low starting first gear and for reverse. The entire assembly is offset to the driver's left, calling for very short left-hand wheel drive shaft. 








Here’s the Scarab’s desmodromic valve gear in its latest form. It’s interesting to note that the relatively crude form of clearance adjustment first proposed 
has been replaced by the Mercedes-type eccentric-sleeve system. Serrated locking collars for these sleeves can be seen adjacent to the cam in the 
foreground. Unlike Mercedes and OSCA, RAI-found room for a cam support bearing between each valve. Compare with SCI, May 1957, page 26. 
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Whittled from stainless steel, Scarab’s valves are heavy-stemmed. Slots 
in widened stem end accept fork that returns valve to seat, instead of 
springs, Radii of fillets are more severe here than was the case with very 
similar Mercedes valve. Below are hefty connecting rods, with oil passage 
drilled in shank to lubricate plug-located, fully-floating wrist pin. 





“The neutral steer point in a real race car is meaningless. 
It’s the range through which the car can operate that really 
counts. Granted, this mythical point happens to fall about 
midway in the expected behavior of the car, but it’s probably 
the least important thing. To try to get a car to neutral-steer 
first and then to try to get it to do the things a car is sup- 
posed to do is probably the poorest way to shoot for expected 
car behavior. It has to be able to work in a corner. Right in 
the middle of a corner, if necessary, you have to be able to 
get on the brakes hard, get on the power hard, or steer it. 
You have to be able to do this to degrees that few sports car 
people are used to thinking of.” 

The RAI people have set almost unbelievable require- 
ments for the F1 car’s ability to brake while entering corners 
and to accelerate while emerging. In a fast turn such as turn 
six at Riverside they expect the driver to be able to use full 
throttle about half way through the bend which, for a hard- 
accelerating car, is asking a lot. A car that can work like this 
is going to be fast but it’s not likely to neutral-steer. 

How do you get a car to work well under these conditions? 
The problem involves many variables. Camber, keeping the 
wheels straight up and down, is crucial. Suspension geometry 
not related to camber, plus springs, shocks, tires and wheels 
are other critical factors. To Whitfield’s chagrin as a pro- 
fessional engineer, the interactions of these factors do not 
lend themselves to mathematical manipulation. Instead of 
science, art seems to be called for here .. .a sort of subjective 
tuning in which the elusive human driver factor is all- 
important. 

The practice of this chassis alchemy has been facilitated 
by the abundance of suspension-member adjustments de- 
scribed in these pages last May. For example, the coil springs 
with centrally-contained shocks are retained by a single nut 
on the bottom of the shock. Spring tension can be adjusted 
simply by spinning the nut up or down or another spring 
can be installed by removing the nut. Tests have been made 
with spring rates ranging from 25 to 300 pounds per inch! 

Goodyear Tire & Rubber Co. has contracted to supply 
tires for the Fl Scarab and many types have been tested. 
Experience with these has confirmed Whitfield’s long-held 
thesis that a car, a safe and controllable car, must not react 
more quickly that its driver’s reaction time... such as the 
complex reaction time necessary to move a steering wheel 
or throttle. With one type of tire the car will be the world’s 
most forgiving and with a set of another type, the least. A 
tire can develop great cornering force quickly ...and then 
drop right off in bite. You can hang the rear end out so far 
and all is lovely; another inch and you're on ice. This hap- 
pens with a too-stiff tire while a too-soft one sends you 
mushing through the turns badly out of shape. Tires that 
are ideal for the car-driver system still are being studied. 

By the time these lines are in print the 2\4-liter Scarab- 
engined Scarab should have left its larval stage and be ready 
to take its place among the starters in the Grandes Epreuves. 
Luck! 
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Road Test: 


Ram-Inducted 
Dodge Dart D-500 





“What's all this | hear about Ram 
Induction?” Actually, Dart drivers 
can make other road users a trifle 
sheepish at stop light show downs. 


Low placement of both carburetors is a secondary advantage of the Dart’s 
ram-tuned induction manifold. Three suitcases and the spare hardly make 
a dent in the space available in the Dodge’s luggage locker. Spring-loaded 
key-activated lid was a good fit, but needed slamming for positive locking. 
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pm Though the 1960 spotlight’s been on the all-new compact 
cars, there’s been action on the home front, too. Chrysler 
Corporation has changed to unitized body-frame construc- 
tion and, as an option for the large V8 power plants, they 
have presented ram induction. To sample these for our 
readers, we selected the D-500-engined Dodge Dart because 
it gives us a chance to comment on the creation of this new 
line as well. 

There are three reasons for creating a new brand name: 

—a completely new product 

—a gain in prestige 

—a merchandising gimmick to separate similar products 
which are retailed through independent channels. 

With engine, transmission and wheelbase identical to the 
Plymouth’s, it is hard to escape the decision that the Dodge 
Dart, touted as “all-new” and “the one fine car in the low- 
price field,” is really a twin sister wearing a different dress. 
Model for model, there is a Plymouth for every Dart, and 
at $20 less. 

In styling, they are as independent as any two cars using 
the same body shell, but other differences are hard to spot. 
Published dimensions, internal and external, vary so little 
that it’s easy to surmise that most represent extremes of 
allowed tolerances rather than actual design differences. 

Now there’s nothing wrong with this; in fact, we’re 
delighted to see added variety in the market place, even if 
it is only skin deep. 

No more all-new than the Plymouth, the Dart offers very 
little extra prestige (but for $20, how much do you expect?) , 
leading us to the conclusion that the brand name “Dart” 
has been created for merchandising reasons only. 

Chrysler Corporation is well aware of the strange goings- 
on in the medium-priced field. The public is still buying a 
fair number of medium-priced cars, but mostly from low- 
price brand dealers. The answer, for Dodge dealers at least, 
is to make them low price dealers, too. The Dart is the device 





that does this. Till last year, he was one anyway, for he also 
sold Plymouths. Not that there was much difference between 
the two brands anyway, but this year Dodge dealers sell 
Dodges and nothing else. The Dart is the product that makes 
him a low-priced dealer. By calling it a Dodge instead of a 
Plymouth, it and the dealer tie in better with the factory’s 
national advertising. This symbolizes a trend toward a brand 
name that designates a dealer network rather than an explicit 
automobile. Considering only body and trim options, for 
instance, there are 25 different Dodges to choose from. The 
Valiant is exactly the other way around, being sold through 
selected Plymouth, De Soto or Chrysler-Imperial dealers. It 
will be interesting to see which trend is dominant in the 
future. Will we have dealerships like independent super- 
markets which sell many different brands, or will they be 
like those supermarkets which specialize in ‘“house-brand” 
names? Or will there be both? Either way, the dealers (the 
factories’ actual “customers’”) want to offer a wide variety to 
appeal to a wide market. 

To maintain a strong image locally, he usually stays with 
one brand. To give him variety, the spread within a brand is 
greater than the difference between some brands. Of course, 
there is considerable product resemblance throughout a line, 
but the car tested, with its automatic transmission and big, 
hot V8, is more like any other contemporary V8 sedan with 
similar options than it is like the simply upholstered, six 
cylinder Dodge Dart Fleet model with stick shift. 

Some critics claim that Detroit builds cars with “too much” 
horsepower, many others comment that there’s certainly 
enough for everyday use, yet here comes the Chrysler Cor- 
poration with an expensive option to give even more. How 
come? No one forces you to take all these horses if you 
don’t want them. You have your choice of 145, 230, 255, 
the 310 of the car tested and, on special order only, 330 bhp. 

Just as the body style and degree of luxury in the trim 

(Continued on page 93) 








DODGE DART “Phoenix” D500 


ENGINE: 


ROAD TEST 


CHTUNRIINE ones. scciccceid 





TORQUE cicec cinta 435 |bs-ft @ 2800 rpm 
-, fb Usable rpm Range .............-.:0++ 750-4800 rpm 
Price as tested: $3746 ($2720 basic) Usable rpm Range _..... p 
thie Piston Speed = Vs/b 
Meewocturer: Dodge Division @ rated Power’ ...........:cceeeeees 2980 ft/min 
Chrysler Corporation Fuel Recommended ................ Super-premium 
Detroit, Michigan ET Re ee, 10-14 mpg 
NS aloes cisidevcassacthtecennentndvedeass 200-280 miles 
ame CHASSIS: ’ 
WHRGUIIEE sscelieici itn 118 in 
Then Cle Ghiiccvccstecdncicectieas 61%, 60% in 
LQIMIIN, Si ncicisoess -snsssstsscniccenspeonsesunetasyans 208% in 
ptt Suspension: F, ind, wishbones, torsion bars. 


361 cu in, 5920 cc 
Eight cyl, 4.12 x 3.38 in 
REESE 10.0 to one 
310 bhp @ 4800 rpm 


Displacement ...........:seceeeee 


Compression Ratio ........... 
Power (SAE) .......<:..0060.. 


R, rigid axle, asym. leaf springs. 
Turns to Full Lock .......... 1%, (234 w/o power) 


Tile) SRR session 8.00 x 14 (7.50 x 14 std) 





Swept Braking Area ............:ccceeeeceeeee 184 sq in 
Curb Weight (full tank) ............0...0 4120 Ibs 
Percentage on Driving Wheels ................ 46% 
WORE WORE dich sv cce phen cgeane tease ceretennns 4350 Ibs 
DRIVE TRAIN: 
Mph per 
Gear Ratio Step Overall 1000 rpm 
Rev 2.00 6.62 UP 
DODGE Dart 0-500 n/a 
Temperctwre - Ist 2.45 8.10 9.6 
Velocity 5 : 69% 
above seo level 800 re 2nd 1.45 4.80 16.2 
is of a i 45% 
2 3rd 1.00 3.31 23.5 


0 2 4 6 8 W 12 4 16 18 20 22 24 26 28 30 
ACCELERATION TIME— SECONDS 











Torque converter ratio: 2.2 @ 1910 rpm 
Final Drive Ratios: 3.31 to one standard, 
2.93 optional 




















The cutaway reveals salient features of 
the latest 2495 cc version of the Coven- 
try Climax four. Main changes for 1959 
were moving the water pump from the 
cylinder head to the crankcase, the ad- 
dition of extra balance weights for the 
crankshaft, and bracing studs for the 
steel main bearing caps. Three oil 
pumps are placed in tandem below the 
main caps. This-engine is derived from 
one cylinder head of the Climax V8, 
also. shown, which weighed 340 pounds 


. and experimentally developed 260 bhp. 


It’s likely that this engine will be resur- 
rected and broucht up to date with the 
aid of the lessons learned with the 
four-cylinder. 


VR BERRIS 
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by Harry Mundy 


Leonard P. Lee (left), chairman and managing director of 
Coventry Climax, discusses a problem with his chief engineer, Walter 
Hassan, who is holding one of the latest 2% __ liter pistons. 





No better-qualified man could possibly be found to 
write the story of the twin-cam Coventry Climax. From 
prewar design work at E.R.A. and a postwar stint as 
head of the drawing office that produced the V16 
B.R.M., Harry Mundy progressed to the chief design- 
er’s post at this Coventry firm. He was personally 
responsible for the design of the single-cam four, of 
the 214-liter V8 and of the original twin-cam engine 
from which this unit grew. Harry’s intimate knowledge 
of matters mechanical continues to stand him in good 
stead as Technical Editor of THE AUTOCAR. 





> “I ’spect I growed. Don’t think nobody never made me.” 
* * * * * 


Topsy’s immortal words couldn’t be applied directly to the 
very successful Coventry Climax 214-liter Grand Prize engine, 
but they give a broad indication of its development history. 
The achievements of this old-established Coventry firm are 
all the more remarkable when it is realized that racing 
engines represent a very small portion of their effort and are, 
indeed, something of a sideline. ‘Their main business is the 
design and manufacture of fork lift trucks, industrial diesel 
engines of many types, generating sets and fire pumps. 

It's probably true to say that they have produced more 
racing engines than any other single company. Apart from 
large numbers of their single camshaft 1100 cc to 1500 cc 
range, the almost universal engine for sports car racing in 
Great Britain, in the past two years they have sold 156 of 


TRUM PANT 


CLIMAX 


Only 
in the sense that it extinguished the Grand 
Prize hopes of the rest of the racing world. 


‘Decended from a fire pump engine? 


their twin-camshaft racing engines in addition to those 
produced for their own development purposes. They have 
powered the Coopers to win the world constructor’s cham- 
pionship for Formula 2 in 1958 and 1959, and the Formula | 
championship in 1959. 

lt has been erroneously stated many times that the present 
Grand Prize 214-liter Coventry Climax engine was developed 
from a fire pump unit. This is perfectly true in respect of 
the single-overhead-camshaft sports-racing engine, but it 
doesn’t apply to the twin camshaft unit, which was de- 
signed from its inception for racing. Considerable thought 
was given to ease of manufacture, and although some of the 
features are more complicated than would be used in a 
normal production engine, in general it is comparatively 
straightforward and simple. The present 2495 cc. four- 
cylinder engine has been directly developed from the 1475 cc 
unit first designed towards the end of 1954 and raced in 
1957, but its lineage goes back further than this. 

In 1953 Coventry Climax designed a V8 214-liter and three 
prototypes were built. Considerable development work was 
done with an S.U. fuel injection system and carburetors 
and a maximum power of 264 bhp at 7900 rpm was achieved 
using 65 percent alcohol fuel with a compression ratio of 
12.3 to 1. It became apparent, however, that there was a 
much bigger market in the then-new 114-liter Formula 2 class 
and firms such as Cooper and Lotus were pressing for an 
engine to meet their needs, They were not at that time inter- 
ested in the V8, which had a bore of 3.00 inches and a 
stroke of 2.675 inches. 

Investigations showed that with small alterations to water 
passages and ports the cylinder head assembly from the V8 
could be utilized for the new four-cylinder 14-liter. With a 
V8 layout the cylinder spacing is wider than that required 
by an in-line engine of similar proportions because of the 


customary use of side-by-side connecting rods on a common” 


crankpin. 

In the V8 engine the spherical segment of the combustion 
chamber didn’t extend to the joint face; there was an an- 
nular ring 3 inches in diameter approximately 0.125 inch 
deep before the shape blended into the hemispherical form. 
In other words, the cylinder bore was extended slightly 
within the combustion chamber. By retaining the same gen- 
eration point for the spherical radius of the combustion 
chamber and extending it to the joint face a diameter of 
3.2 inches resulted which seemed to fit in with the need to 
increase the capacity of four cylinders from 1.25 (half of the 
V8) to 1.50 liters. Many designers will try to build an aura 
‘round themselves to justify a particular choice of stroke 
to bore ratio, but it is not as scientific as some of them 
would have the layman believe. There are a number of 
factors involved. In the case of the Climax the decision 
was fairly mundane and meant cutting the suit according 
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to the cloth, but the results speak for themselves. There was 
still sufhicient space between the bores for a good fire joint 
and this land was reduced further as the capacity was in- 
creased up to its present limit of 21% liters. 

An increase in bore size alone did not give the maximum 
capacity for 11% liters and the stroke of the V8 was increased 
by 0.125 inch to 2.80 inches. This in its turn was controlled 
by another consideration: To use the existing dies it was 
desirable to retain the connecting rods used on the V8 with- 
out reducing the ratio of rod center length to stroke by 
too great a margin. This !atter point kept us from employ- 
ing a longer stroke at that time. 

As development proceeded it became evident that the 
original connecting rod design was unsatisfactory. In order 
to allow the rod to pass through the bore during routine 
maintenance the joint face between the rod and the cap 
was split at an angle of 45 degrees. This resulted in a long 
unsupported ear on one side of the rod, and despite the use 
of a cap with a web on each side to brace the stud bosses, 
flexing was taking place, ‘This weakness became more ap- 
parent in the two-liter version and a normal design, using 
a horizontal split, was introduced and at the same time the 
bolt diameter was increased from 3% inch to 7%, inch. Even- 
tually in the 2\4-liter version, using the same rod forging, 
the diameter was increased further to 4 inch. 

Basic features of the engine are a combined light alloy 
crankcase and cylinder block with removable wet liners, a 
train of spur gears to drive the camshafts and other aux- 
iliaries, and an unusual arrangement for the oil pumps (one 
pressure and two scavenge) mounted below the main bear- 
ing caps. 

The cylinder head’s combustion chamber form and valve 
angles have remained unchanged in the transition from the 
V8, through the 14-liter to the 214-liter version, although 
valve head and port diameters have been enlarged. ‘The 
cylinder head is a heat-treated aluminum casting having the 
intake valves positioned at 32 degrees and the exhaust at 
34 degrees from the vertical axis. Both are slightly offset 
from the geometric center of the hemisphere to achieve large 
valve area. In the original 114-liter engine (which had the 
same size valves as the V8), the head diameter of the inlet 
valve is 1.75 inches and that of the exhaust 1.60 inches. 
These sizes were retained for the 1960 cc and the 2203 cc 
versions. For the Mark I 2495 cc unit they were enlarged to 
1.93 inches and 1.687 inches respectively. In the Mark 2 
version, which was first used by Jack Brabham in the British 
Grand Prix at Aintree in 1959, the inlet was increased still 
further to 2.062 inches diameter, retaining the same size of 
exhaust valve. A slight increase has also been made in the 
wrist pin size. A 4 inch diameter was used in all engines 
up to the 2.2-liter, but this was increased to one inch for 
the 214-liter versions. 

Throughout the range of engines the same cam form has 
been used. The lift is 0.410 inch (ignoring the small portion 
of the “quieting” ramps) and the total valve opening period 
for intake and exhaust is 290 degrees. Experimental cams 
have been produced to increase the dwell at full opening 
with modified timing, but they haven’t been used in any 
races as they gave no advantage in power. In other words, 
the engine appears to be insensitive to changes in this 
department. 

If there is an outstanding feature on this Climax engine 
it is in respect of the intake port sizes when compared with 
contemporary racing engines. A graph is reproduced to show 
the velocities in both the intake and exhaust ports and it 
will be seen that, particularly in regard to the intake, these 
are relatively high. The theory behind this is that power is 
obtained by keeping up the velocity of the incoming charge 
ina long port behind the inlet valve so that the mixture is 
piled up at the time of opening. In the V8 and 114-liter the 
original diameter of the inlet port at the manifold joint 
face was 1.250 inches. This has been increased to 1.500 

(Continued on page 78) 
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Bob Holbert, lost in town, looks vainly for the dock and the LST ferry to take his hot running RSK back to the mainland. 
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George Constantine passes a slow running Aston Martin coupe in Esso Bend during his winning drive in the Nassau Trophy race. 


pm One of the more difficult things that staff members of 
automobile magazines have to do is cover Nassau Speed 
Week. Being torn from a paper-strewn desk in New York, 
jimousined to Idlewild Airport and being taken thence to 
a semi-tropical island via a BOAC turbo-prop Britannia can 
be a trying experience. One bit of technical information 
garnered on the flight down—we are always on the qui vive 
for inside technical information when out of the office—pis- 
tonless engines are so smooth that a brimming champagne 
glass will remain unspilled on one’s lap tray for long periods 
of time. On reflection this point seems to have little to do 
with motor racing, but at the time there seemed to be some 
connection. This attitude was heightened when, upon ar- 
rival, we received our press credentials and a book of ten 
tickets for that number of cocktail parties arranged by the 
Nassau Development Board. 

The trip into town from the airport—remembering to 
keep the rented VW on the left side of the road to comply 
with English traffic regulations—made it clear that there 
were a great number of people on the island intent on some 
competitive motoring. Sighted, but briefly, on this twenty- 
minute ride were two RSK Porsches, one Ferrari California, 
a Lotus, a gaggle of Abarth Fiats and too many roll-bar 
equipped Healeys to count. Aside from the lovely sights and 
sounds of race-type cars running on the open road, it was 
fun to watch the local population trying to ignore—with true 
British reserve—a well blipped throttle that was almost di- 
rectly connected to four straight exhaust pipes. 

The running of the Nassau Tourist Trophy race on Sun- 
day was the opener of the racing portion of the Sixth Annual 
International Bahamas Speed Week. The rest of the racing 
week looked like this, according to the little green booklet 
containing race meeting instructions, compiled by the Ba- 
hamas Automobile Club: Wednesday, scrutineering and 
practice; Thursday, mandatory practice; Friday, Governor's 
Trophy Race; Saturday, Bahamas Cup Awards; and Sunday, 











the main straight. 





International Nassau Trophy Race. The social side of the 
week got the green flag on Saturday night at Blackbeard’s 
Tavern. Contemplation of the rest of the tilted-glass agenda 
at breakfast on Sunday revealed the following: that night, 
Dirty Dick’s; Monday, Junkanoo Club; Tuesday; Pilot House 
Club; Wednesday, Nassau Beach Lodge; Thursday, Coral 
Harbor Club; Friday, Fort Montagu Beach Hotel and Ca- 
bana Club; Saturday, Emerald Beach Hotel; and Monday, 
International Motor Ball. It was a challenge that required 
sober planning and husbanding of one’s strength. 
Sunday's racing might have been called another chapter- 
in the story of the Moss jinx. Driving a brand new pea-green 
Aston Martin DB 4 GT coupe owned by Frank de Arellano 
of San Juan, Puerto Rico, Moss took an early and command- 
ing lead in the first four laps. On the fifth lap a nut holding 
together sections of the carburetor cold-air box jiggled loose 
and worked its way into the intake manifold port. Result: 
one badly mangled valve. With Moss out, Johnny Cuevas 
had no trouble in placing his Team Camoradi Carrera in 
front and keeping it there for the remaining 20 laps. His 
winning average of 78.010 mph neatly shaved the race record 
of 76.74 mph set by Jim Jeffords in a Corvette last year. 
Other interesting notes on this race might include Roy Sal- 
vadori’s trip into the jungle with the Sebring Austin-Healey, 
an excursion that also took place on the fateful fifth lap. Roy’s 
long trip on the unpaved portion of the circuit put “paid” 
to his chances in the race. Any student of U.S.-style road rac- 
ing would have been amazed at the ferocity with which 
European professionals can and do drive. Cars are driven 
right to the limit and perhaps a bit beyond. A handful of 
sand or a patch of oil on the track—or for that matter an 
unexpected puff of wind—can destroy the delicate balance 
of a car being driven full bore. All of this might serve to 
explain how and why Salvadori managed to get his car so 


well and truly up in the woods. 
(Continued on page 91) 


Shelby concentrates in the bird cage Maserati. This car led for most of the 
race before being sidelined when the de Dion tube broke. Noisy, fast fun was 
provided by the Karts. Here, they run on the special Kart Kourse laid out on 


—_- 











46/SPORTS CARS ILLUSTRATED/MARCH 1960 














> The Daimler SP250 is a light, powerful, fiberglass- 
bodied two-seater sports car. Its newly-designed 21% liter 
V8 engine, conservatively rated by its British builders 
at 140 bhp, has only 2280 pounds to contend with. The 
low weight is achieved through simplicity; a box-section 
frame mounts conventional coil spring and wishbone 
suspension at the front and a rigid axle located by 
semi-elliptic springs at the rear., The result: accelera- 
tion. Zero to 60 takes less than 10 seconds. 

Daimler is one of the oldest names in motoring but 
it may surprise some readers that this car is built in 
England, not Germany. Gottlieb Daimler started com- 
panies bearing his name in both countries. Now a divi- 
sion of the Birmingham Small Arms group, the Daimler 
Car Company, Ltd. of Coventry was founded in 1896. 
In 1901 they distinguished themselves by selling King 
Edward VII his first motor carriage. They have been 
building quiet, comfortable cars for royalty and others 
of great wealth ever since. In 1930 they introduced the 
Fluid Flywheel, the first successful automatic transmis- 
sion and one that is still in production. 

To those familiar with this background, it’s equally 
surprising that Daimler should now turn to sports cars. 
Doubly so, for the SP250 earns the title “sports car’ 


through performance, not romance. A look at a few 
of the BSA group’s other products suggests that a per- 
formance sports car is not out of keeping: rifles, ma- 
chine tools, motorcycles (Ariel, BSA and Triumph), 
and from Daimler itself, armored scout cars and buses 
as well as the more sedate vehicles. (25% of England’s 
omnibuses are Daimlers.) The motorcycles have sold 
well in America. As most of the first year’s production 
of the SP250 will be exported to this continent, it is 
hoped that the two-wheel supply and servicing experi- 
ence will serve the Daimler Division well. 

The SP250 is an extraordinary mixture of the new 
and the conventional. Its compact engine (24-inches 
wide) combines smoothness and power to such a degree 
that it seems safe to predict both future power increases 
and, if the price is right, a good deal of engine-swapping. 

Though the car is fitted with disc brakes all around, 
has a four-speed transmission, a fiberglass body, an 
option of wire wheels and other sports car flourishes, 
the engine is the hub of its technical merit. A full de- 
scription of it will be found at the end of this report. 

The design goal for the SP250 evidently was to en- 
sure commercial success by combining its brilliant 
acceleration with touring utility and, for economy, sim- 
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plicity of construction and maintenance. The body de- 
sign has several features which are often demanded but 
seldom found on high-performance sports cars. The 
doors are large and they open wide, there are roll-up 
windows and a glove compartment, the trunk is un- 
believably large, and everything can be locked. 

The Daimler’s very simplicity is at once its greatest 
asset and its biggest liability. For instance, sports cars 
are supposed to be sleek and ground-hugging, prefer- 
ably lower than contemporary sedans. Yet the require- 
ment for a simple layout dictated an X-braced, box- 
section frame on top of which the cockpit is built. To 
get the driver low, the seats are close to the floor and, 
even so, are not tilted back for thigh support. The 
steering wheel is quite large, 1634-inches in diameter, 
with a %-inch thick rim to spread steering effort over a 


wide area. To keep it out of the driver’s line of view, 
it must be close to his legs. The clearance between the 
rim and the seat cushion varies, depending on whether 
the telescopic steering column is pushed forward (514- 
inches) or pulled all the way back (7). Perhaps if the 
steering box weren’t so far forward, the steering wheel 
could be tilted toward the horizontal. This would give 
more clearance and give the driver better purchase for 
holding the SP250 into a tight turn. 

The leather-covered seats are themselves very com- 
fortable. Their foam-rubber cushions are quite soft,» 
while the deeply curved backrests are firm to give good 
side support. There is an ample 714 inches of adjust- 
ment, although when all the way back the leg room for 
that optional third passenger disappears as the front 
and rear seats meet. 

The telescopic steering column, an all-too-rare extra, 
has a three-inch travel. We found close to the chest con- 
venient for city driving, while pressing it away would 
let us assume a straight-arm technique for swooping 
through fast bends. The locking device was singularly 
difficult to reach, being at or beyond the dashboard 
most of the time, so we never had it fully tightened up. 

The steering wheel is covered entirely in leather ex- 
cept at the hub. Somewhere a parking lot attendant 
stained it with grease, so we think this camouflage job 
on the standard British black steering wheel isn’t going 
to be well received in the long run. 

Instrumentation earns praise, being clear and 
straightforward. Directly in front of the driver are a 
large tachometer and matching speedometer. The latter 
is marked off in two mph increments with numbers 
every 20 mph. The tach reads to 7000 ‘rpm but there is 
a large red warning line at 6000, which is the limit we 
observed throughout our test. The other gauges are 
grouped in a central panel which undoubtedly eases 
production of both left and right-hand models. 

A glove compartment, about 13 by 6 by 4 inches, 
is directly in front of the passenger seat. Its door locks 
with the trunk key, making it safe for valuables. It is 
supplemented by pockets, about 12 by 4 inches, in 
each door. 
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The dashboard, like the wheel, is all leather-covered. 
There seems to be a resilient layer underneath and 
there’s a protective roll across its top, but neither are 
thick enough to contribute significantly to safety. The 
windshield frame has a blade-like edge and the three 
latches for the folding top are rather bulky. The reflec- 
tion of the cowl in the windshield doesn’t matter 
because the windshield is so upright. However, if 
you're tall enough to see all the hood and fender profile 
over the wheel, you'll find that the top of the wind- 
shield is disturbingly low. This low height restricts the 
size of the wiper blades, so that the driver’s corner goes 
unswept. Windshield washers are welcome as part of 
the “standard package of options,” i.e., you can’t get 
the Daimler without them. (Another standard option 
is the cigarette lighter.) 

The windows crank down stiffly through 314 turns. 
An outside mirror would be worthwhile because, de- 
spite the large windows all around, there is still a blind 
spot over the driver’s shoulder. The interior rear view 
mirror is a good compromise. It has a flat surface for 
good vision but is a little too small to see the entire 
view through the large back window, yet rather large 
for seeing all the right front fender. 

The very simple top is typically British; it’s not easy 
to put up or down. Perhaps the distinction between 
roadsters and convertibles should be based on this 
rather than on whether or not there are roll-up win- 
dows. There are 21 snaps in back and three latches 
along the windshield frame to undo. Nineteen of the 
21 plus six others are used to attach the tonneau cover. 
The latches, incidentally, are spring-loaded, which 
makes fastening the top practically a two-man job. 
When the top is folded, they rub against the back 
window panel. Perhaps there is a better way to fold 
the top, but the directions aren’t very explicit and it 
was too cold during our test to keep it down after the 
pictures were taken. 

Although the side windows are very large, the short 
windshield causes the car to seem very “enclosed” when 
the top is up. The most forward snap fails to hold the 
top taut along the rear edge of the door windows, 
though the resulting drafts were not serious. We were 
assured that this is to be corrected on subsequent 
production. 

We experienced quite a downpour while in the car 
and were very impressed by the complete absence of 
leaks. The heater pumped out lots of hot air and pull- 
ing out a knob marked “A” directed the entire blast 
onto the windshield. Temperature was controlled by 
sliding the lever back to the left. Pulling out on the end 
of it turns on the blower fan, though at highway speed 
it’s not necessary. Perhaps fast driving in heavy rain 
isn’t to be recommended, but if it’s necessary, it would 
be safer if the wipers could be speeded up. 

Though the trunk is protected by a groove in the 
bodywork, the rainwater on the lid itself ran forward 


(Continued on page 70) 
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Left, protected by a low bumper, the long snout’s grille bears a V for the superb 
engine and a fluted border to remind of the Daimler firm’s traditions. Below, the 
SP250 corners like it’s built; flat and firm. Tall top emphasizes low windshield. 
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At a true 45 mph with the photographer on board, 
the swinging keychain tells more about speed than 
the horizon. Above, Hooper-built, close-coupled, 
razor-edged “saloon” was displayed at last 
Earls Court on Daimler’s short SP250 chassis. 
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Fresh air intake, windows that roll down flush with top of doors, a jump seat for two children 
or one adult and lots of legroom in the front at least are outstanding features of the SP250. 


Sculptured sides make light fiberglass body rigid. 
Tailfins and tank-over-axle permit cavernous trunk. 

















Road Research Report: 
DAIMLER SP250 
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| Importer: The Daimler Division Box 6790 Baltimore 4, Maryland 
i Price as tested Te. mS 
1000 $3923 
Displacement Be eee 
20 155 cu in 


20 155 bhp 
Curb Weight i 
i09C 2280 Ibs 
Swept Braking Area ee oe 
100 438 sq in 
Weight on SE Ee 
Driving Wheels 35 49% 65 
Wheelbase Sie 
7 92 in 


“corrected” 3030 fpm 
5 2100 >. kittie erm 
in Top Gear 10 21.0 mph 
Mileage ee: ae 
0 23 mpg 
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Steering Behavior 
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ENGINE: CHASSIS: 

Displacement ....................+. 155 cu in, 2548 cc WORE oss Ei nercine Mademsinpeser 92 in 
Dimensions ................ Eight cyl, 3.00 x 2.75 in SR ea ee el 50, 48 in 
Compression Ratio ...........---sessse 8.2 to one he GR eT Se 165 in 
; Power (SAE—est.).......... 155 bhp @ 5800 rpm Suspension: F, ind., wishbones, coil springs. 

{ eae ot 155 Ibs-ft @ 3600 rpm R, rigid axle, leaf springs. 
Q Usable rpm Range....... ou aes 400-6000 rpm Tern 00 FA LEK oie cotuinac tenis 1% 
Piston Speed = Vs/b ViveBite 3.56 ee 5.90 x 15 
@ rated power ....................000 3030 ft/min Swept Braking Area .............:ccsseeeee 438 sq in 
| Fuel Recommended ...................0000000++ Premium Curb Weight (full tank) ...........0.00.. 2280 Ibs 
NNINDIR oo cs spennasincesMiseeress tv eatiess canal 20-26 mpg Percentage on Driving Wheels ................ 49% 
socenassrncsnssonecencscesecesseencseess West WTAE: 6 5coesses:fesesscsscscccesstosyngoasee OMe TOS 














Engine Flexibility 

















Shift Pattern 





DRIVE TRAIN: Mph per 
1000 

Gear Synchro Ratio Step Overall rpm 

Rev No 3.77 13.50 5.6 
n/a 

Ist No 2.94 10.50 F pe 
69% 

2nd Yes 1.74 6.24 12.1 
42% 

3rd = Yes 123 4.41 17.1 
23% 

4th Yes 1.00 3.58 21.0 


Final Drive Ratio: 3.58 to one 


1 Tachometer 

2 Speedometer 

3 Fuel 

4 Water Temperature 
5 Oil Pressure 

6 Ammeter 

7 Head Lights 

8 Panel Lights - 


14 Heater 


@ 


9 Ignition 

10 Choke 

11 Windshield Wipers 
12 Turn Signal 

13 Windshield Washer 


15 Defroster 
16 Lighter 
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Top speed in 3rd: 103 mph 
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m SCI gave Formula Junior its first big push in America 
with a six-page story in its May, 1959 issue. At that time we 
surveyed this lusty racing class as it existed in Italy and 
printed the full regulations that had just been made 
international by the F.I.A. Apart from a recommendation 
that thought be given to an “economy formula” based on 
American conditions, SCI took no special stand at that 
time. As the Juniors started to boom in this country we 
scrutinized the rules more closely and concluded tentatively 
that our international interests would be served best by 
sticking to the F.I.A. rules without deviation. This clashed 
with the stand of the 500 cc Club of America, and we've 
received some pointed remarks on the subject from people 
closely connected with that group. 

Mark Brunner, Editor of the 500 cc Club’s informative 
Bulletin, had this to say: “The 500 cc Club of America 
is uniquely experienced in pushing one class of racing car. 
We've been at it for over nine years, during which we’ve 
tried many variations on the Formula 3 rules. Our supple- 
mentary Formula 3 regulations, which are known as 
Formula A, are nationally observed and have been ap- 
proved for the national point standings of the SCCA. We 
felt that Formula A was necessary for several reasons, the 
most prominent being economy and encouragement of 
home builders. We think it’s been successful. It supple- 
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ments the international Formula 3 rules with the follow- 
ing: Also allowed are 750 cc engines with side valves or 
with overhead valves in line with four water-cooled 
cylinders. 

“From our experience with Formula A we were able to 
arrive at a starting point for Formula B—the supplement 
to Formula Junior.” 

Though the accompanying text is lengthy, the changes 
involved are actually modest ones. The Formula B 
amendments follow: 

ARTICLE 2—Dimensions 
c) Until the end of 1960, any car of open-wheel con- 
struction, built by an individual, rather than a fac- 
tory shall be acceptable. i.e. Existing specials. 
Capacity and Weight 
c) Maximum capacity: 750 cc; Minimum weight 600 Ibs. 
d) Maximum capacity: 750 cc; Minimum weight 700 lbs. 
(Crosley engines) 
e) Maximum capacity: 1300 cc; Minimum weight 1040 
Ibs. 

Other categories may be established for other displace- 
ments if suitable engines are placed on the market or as F.1.A. 
classification changes. The basic rule of .80 pounds per cc will 


be followed. 
(Continued on page 95) 




























p Is it dangerous? Not by any normal standards. Does it 
feel ‘different’? Not from any good racing sports car. Is it 
dificult to drive? Quite the contrary. Is it fun? Formula 
Junior is a four-alarm ball — at least from the driver’s seat 
of a Taraschi. 

These finely crafted Junior formula cars are made in 
Teramo, Italy by Mr. Taraschi, who has in the past been 
involved with the construction of Formula 3, 750 cc and 
1100 cc Giaur racing cars. He built his first F.Jr. cars in 
1958, and was able to score several successes in Italy against 
the swarms of Stanguellinis that already threaten to domi- 
nate Junior racing. Thus we were pleased to see that these 
Taraschis will be produced in some numbers and will be 
marketed in the U.S. by Biener Pontiac and Imported cars, 
of 250 and 275 Northern Boulevard, Great Neck, New York. 
Biener’s imported car division, headed by Martin B. 
Biener, already handles Fiat, Lancia and Alfa Romeo cars, 
and should be well equipped to sell and service the Ta- 
raschi. List price, ready to race, has been set at $4800. 

Looking at a glance like the Stanguellini, this sleek 
machine is radically different beneath the skin. Main points 
of similarity are the use of Fiat 1100 front suspension— 
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liberally drilled for lightness—and of a straightforward lad- 
der-type tubular frame. Instead of having the engine and 
drive line angled across the car, however, Taraschi offsets 
the whole affair to the right, counterbalancing the driver's 
strong leftward bias. Further this allows the engine to be 
placed more rearward, improving weight distribution, with- 
out encroaching on the driver’s leg room. 

The very good Fiat 1200 gearbox is used, fitted in unit 
with the engine with its remote control protruding con- 
veniently from the broad shaft tunnel. Arrangements at 
the back are less normal, and account in large measure 
for the price difference between the Taraschi and Stan- 
guellini. From its inception the Taraschi has had a de Dion 
rear suspension, and it remains the only Junior car you 
can buy with this type of rear end. To get a chassis- 
mounted differential complete with bearing journals and 
universal joints, Mr. Taraschi used a Fiat 600 gearbox /final 
drive casing with all its internals removed and replaced by 
a two-foot shaft. This expedient adds some weight which 
is bearable in view of the minimum weight limits imposed. 
Trailing radius rods and coil springs locate and suspend the 
de Dion axle. The mechanics of changing gear ratios aren’t 


(Continued on page 95) 






SOOO OSSES SSS SHEESH SSSSSOSE SESE SESE SESSE ESO SSS OE SSSSESSESSSESEE ES EESHESSESSE SESH SESESEEEES EEE EEESEESESSESSESSESEESSESESESSESESESSSSEESSEOE SEES 





e Automobiles D.B. 
: 132, Avenue du General de Gaulle 
: Champigny-sur-Marne, France 
Alfred Hartmann 
Nonntal 10 / 


& ; 
Jun O ‘if : Berchtesgaden, Germany 


North-East Engineering Co. (Intermeccanica) 
P.O. Box 153 


Roundup Turin, Italy 


eerece 


Lotus Cars Ltd. 

Delamare Road 

Cheshunt, Hertfordshire 

England 

: Autohaus Mitter 

®& Listed and illustrated here are ten Formula Junior cars : Leonberg (Stuttgart) 
which are, according to their makers and representatives, to 
be offered for sale in this country in 1960. Prices may vary a 
great deal, of course, depending on the equipment supplied 
and state of engine tune ordered. Most firms, especially the 
American ones, will gladly supply frames, suspension com- 


Germany 


Fabbrica Automobili Moretti S.p.A. 
Via Monginevro 280 
Turin, Italy 


ponents and similar aids to the special builder. In addition Automobili OSCA 
we list here the addresses of other firms constructing Junior : Fratelli Maserati 
machines. Full details of these are not given either because : S. Lazzaro di Savena 
the cars are not in final form or because U. S. distribution is Bologna, Italy 


not yet settled. Giampolo Volpini 
Via Corridoni 47 
Milan, Italy 
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MAKE SOURCE PRICE WHEELBASE TREADS, F&R ENGINE TUNED GEARBOX 
APACHE : Apache Racing Cars $1985 (U.S.A.) 83" 46" 46" none n/a none 
:1414N. Main Street 
: Walnut Creek, Calif. 
COOPER : Joe Lubin $3700 (England) 86" 4644" 4514" Austin highly Austin 
: 2268 Firestone Blvd. A35 A35 
: Los Angeles 2, Calif. 
DANE : Dane Racing Cars $2885 (U.S.A.) 92" 47.4" 50° MG yes MG 
: 1296914 W. Washington Bivd. 
: Los Angeles 66, Calif. 
ELVA : Columbia Triumph Dist., Inc. $3850 (U.S.A.) 89” 48" 48” Austin moderately Austin 
: 10582 Metropolitan Avenue A35 A35 
: Kensington, Maryland 
GEMINI : Automotive Research $3895 (U.S.A.) 82” 46" 48” Austin moderately Austin 
: 5201 W. County Line Road ‘ A35 A35 
: Milwaukee, Wisconsin x 
RAM : Rodney Carveth, Inc. $4150 (U.S.A.) _ - — Fiat highly Fiat 
3570 Tripp Road 1100 1100 


Woodside, Calif. 


SADLER : Sadler Car Company $2995 (Canada) 80" 47” 47” Sprite no Sprite 
: St. Catherines, Ontario 
: Canada 

STANGUELLINI : The Momo Corporation $4550 (U.S.A.) 79" 44.6" 44.1” Fiat highly Fiat 
: 55-02 Broadway 1100 1100 
: Woodside, L. I., N. Y. 

TARASCHI * Biener Imported Cars $4800 (U.S.A.) 7914," 4644" 4514" Fiat highly Fiat 
: 275 Northern Blvd. 1100 . JIG 
: Great Neck, N. Y. 

YIMKIN Pit Stop Enterprises $2995 (U.S.A.) 8614," 47" _ 47" Austin moderately Austin 
* 1722 13th Street, N.W. A35 A35 


: Washington 9, D.C. 
54 : 
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Felix Wankel 
and his engine may mark 
the beginning of a new concept 


in self propulsion. 
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bm New paths to the future can only be broken by men 
who hate detours. Still little-known to the general public, 
Felix Wankel is such a man. Born 57 years ago into the 
family of a forest commissioner in Germany’s Black Forest, 
Wankel has devoted his life to experiments in applied 
mechanics. It’s clear, though, that his childhood association 
with botany left its mark on him. Throughout his search 
for technical knowledge he’s always striven for simple, direct 
solutions — like those found in nature. And he’s ferreted 
them out on his own, without reference to the work of others, 

Six years ago a group of open-minded engineers concluded 
that there was still room for fundamental progress in the 
basic modus operandi of the internal combustion engine. 
‘Their conclusion was founded on the work of Felix Wankel, 
who had developed similar opinions three decades earlier. 
Directly and indirectly he had set about eliminating that 
frustrating technical inconsistency of our most-used internal 
combustion engines: reciprocating motion. Fortunately for 
the rest of the world, Wankel’s engineering knowledge may 
not have been sophisticated enough to lead him to that 
complex hummingbird — the gas turbine. 

As old as man’s existence is his desire to travel farther and 
faster than his feet can carry him. Man ushered in our age 
of motion by replacing the “reciprocating motion” of his 
feet with the revolving motion of the wheel. Had the wheel's 
smooth forward sweep been forgotten when we set about 
the task of replacing live horses with mechanical ones? We 
can now see that it would have been desirable to produce 
this new propelling force by a rotary movement, like that 


effected by water flowing over the scoops of a water wheel. 


At that time man was denied the intuition needed to 
approach this problem logically. He believed that the 
expansion of steam or burning gases could best be harnessed 
by the reciprocating movement of a piston within a cylinder. 

This system has been highly developed in our century 
but we've always been trapped by the need to convert 
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these back-and-forth movements into rotary ones before 
applying them to the wheels of our personal carriages. To 
be sure we possess reliable and highly developed piston 
engines today, but we must acknowledge that “feet” moving 
back and forth operate under strict limitations. Even now 
when high engine speeds are needed to produce peak power, 
or when perfect balance and smoothness are required to 
enhance reliability, the piston engine must give way to the 
steam and gas turbines — as in ship, or aircraft applications. 

High rpm are the key to extracting more power from the 
piston engine, but its many reciprocating parts — valves and 
their operating mechanism as well as pistons and connecting 
rods — develop great out-of-balance forces which increase 
with the square of the engine speed. The two-cycle engine 
succeeds in doing away with the poppet valves entirely, but 
that’s only half the job. As already mentioned the gas turbine 
provides the rotary motion we need, but its mechanical, 
thermal and economic problems are considerable (see pages 
62-65 — Ed.). This would be acknowledged by well-known 
automobile factories in both Detroit and Stuttgart who have 
conducted extensive tests with turbines. 

If, in an internal combustion engine, we could allow the 
power-producing component — the piston, in this case — to 
rotate or circulate, couldn’t the unit be made substantially 
smaller for the same power and be free from vibration? 
Wouldn’t it be an engine whose rpm could climb almost 
without limit? But how can a piston possibly be allowed to 
rotate in this way, forming proper working chambers and 
causing its engine to inhale and exhale in the proper 
sequence? 

This “how” requires a way of thinking that is superbly 
space-related and enormously demanding. There aren’t just 
a few types of construction, as in the piston engine, but 
rather hundreds, as witness the vast number of patents 
applied for in the past century and a half. If the researcher 
didn’t smother in the morass of possibilities, he had to sur- 


render before yet another obstacle: the problem of sealing 
the meeting surfaces of an oddly-shaped piston and a 
surrounding housing or another rotating body in contact 
with this “piston”. Undoubtedly, this sealing problem was 
one of the reasons why the piston engine has developed so 
persistently and unreasonably, for it’s possible to seal the 
circular gap between the piston and the cylinder wall exceed- 
ingly well by a simple piston ring. Even engineers are 
sufficiently human to follow the line of least resistance. 

Few of these specific problems had materialized in 1902, 
when Felix Wankel was born in Lahr/Schwarzwald. His 
father, Rudolf Wankel, was killed in the war when Felix 
was 12, and the young man was then cared for by his mother, 
born Gerty Heidlauff. He attended elementary school until 
1921, when his family’s funds vanished in the inflation, 
forcing Wankel to learn salesmanship as a dealer in scien- 
tific books for a publisher in Heidelberg. In ’24 he set up 
a private experimental workshop in the same town, and by 
1926 he was able to stop selling books and concentrate on 
engineering work. 

In the latter year, after he submitted suggestions for im- 
provements in sealing to a firm making high-pressure lubri- 
cation equipment, Wankel realized that new kinds of sealing 
methods could also bring new kinds of engines to life. This 
concept was the crucial one, though it was only one isolated 
idea in a broad research program. When in 1927 he also 
put on paper his first sketches of rotor-type engines, it was 
quite clear to him that success could lie only in solution of 
the problem of sealing the surfaces involved under conditions 
of high wiping pressures and speeds. 

The same sealing problems also arise in the use of rotary 
valves for piston engines. When he set up a test chamber 
with stands for motorcycles, in 1928, Felix Wankel intended 
to put his knowledge of sealing systems to work in what he 
hoped would be a successful rotary valve. Once this had been 
solved, the know-how accumulated had to be useful in the 
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PHOTOGRAPHY: WEITMANN 


The dining room of Dr. Wankel’s home has been converted into 
a drafting office, complete with drafting machines. A special 
Wankel calculating machine (right) is used by him to plot the 
complex curves needed to construct his revolutionary engine. 
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Dr. Wankel’s interests are not limited to engines. Here, he ex- 
plains his catamaran sailboat that features true airfoil sails, 
and hydrofoils. A complete engine test house (below) has 
been set up in what was once Dr. Wankel’s boathouse. Two 
Max model NSUs are under test—one with rotary valve head. 





design of a workable rotor engine. It’s important to note 
that this was the sequence followed: First, experiments with 
sealing systems, Second, construction of a practical rotary 
valve. Third, creation of a rotor engine. If the engine had 
been conceived first, as a naked idea without integration 
of the sealing methods, its chances for survival would be 
as slim as those of engines that have preceded it. But this 
power unit followed logically upon the solution of the sealing 
problem. 

From 1929 through 1931 Wankel developed and built 20 
devices to test rotary valve principles, succeeding in pro- 
pelling a motor cycle with a disc-valved engine and in 
running a test engine with a cylindrical rotary valve. The 
next two years were spent in evaluating the test results and 
in applying ‘for patents, pleasant labor which was halted 
on March 14, 1933, when Wankel was imprisoned on the 
orders of the Baden district leader of the National Socialist 
party. It seems that he had dared to withdraw from the party 
out of disappointment over the corruption of the Nazis. His 
release on September 21st was effected by Nibel, chief engi- 
neer of Daimler-Benz, and by secretary of state Keppler, who 
had heard about Wankel’s scientific experiments. He was 
further reinforced by a contract with Daimler-Benz for 
research into sealing components, rotary valves and rotor 
engines, but this was dropped following a conflict with 
the opinions of the D-B general director, and was replaced 
by a similar contract with BMW in Munich. At the same 
time, in 1934, Wankel’s workshop was moved to Lahr/ 
Schwarzwald. 

In 1936 the Air Ministry heard about Wankel’s efforts 
and invited him to continue his work at the Deutschen 
Versuchsanstalt fiir Luftfahrt (DVL) at Berlin/Adlershof. 
Wankel declined, whereupon air minister Goring arranged 
to have a separate institute set up for him — the Wankel- 


(Continued on page 89) 


biotype version of the Wankel engine being put through its paces in the boathouse test 
Wb. This early engine had the figure-eight casing and piston rotating in same direction. 





HILLMAN EASIDRIVE 


ROAD TEST 


Wide brake pedal of Easidrive-equipped Hillman allows left-foot stop- 
ping. Other assets—handy hand brake, wide package shelf below dash. 
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& On the basis of sound construction, conventional me. 
chanics and appealing styling Hillman cars have sold very 
well in the U. S. since the war. Hillman was, in fact, one of 
the first British makes to enter the American market on any 
scale, and Rootes Group executives thus have an unusually 
good grasp of what will appeal to us—on a general level, as 
well as on the sporting level exemplified by the Sunbeam 
Alpine from the same company. 

But now Hillman has the means to do extremely well in 
America, if their production and distribution facilities are 
up to the job. For they are the first in their size class to offer 
a device dear to the hearts of drivers in all countries—but 
especially in America: an automatic transmission. Not an § 
automatic clutch or fluid coupling, or any other compromise, 
but a fully automatic gearbox that out-thinks and outper 
forms most others of its breed. 

Suitably enough the basic idea that made this possible 
originated on the American continent, in the mind of a Mr, 
Jacob Rabinow. His was the discovery that power could be 
transmitted between two rotating parts if a magnetic powder 
between them was “energized” by a magnetic field. World- 
wide basic patents to this idea are held by the Eaton Manu. 
facturing Company of Cleveland, who have granted a license 
for all continents except North America to S. Smith and 
Sons, Ltd. in England. Smiths in turn sublicensed the powder 
clutch to Jaeger in France, who pioneered its use as a semi- 
automatic clutch system on several French cars, In the mean- 
time engineers at Smiths developed the Selectroshift auto- 
matic clutch system and finally the Autoselectric fully auto 
matic box, which makes use of two powder clutches. In 
much-refined form the Autoselectric is now being marketed 
by Rootes as the Easidrive, available on the Hillman Minx 
Series IIIA and perhaps later on other Rootes models if 
demand warrants it. 

The Easidrive’s two magnetic clutches are arranged to 
drive through a mechanism which generally resembles a 
three-speed transmission. There’s no direct-drive dog clutch, 
though, this job being done by one of the powder clutches. 
The other, rearward, clutch carries torque to the reduction- 
gear section of the box. When the car’s started from rest the 
low gear set is driven through a free-wheel, which allows first 
to be over-run when second is automatically selected. This 
latter is done by a solenoid which engages the blocked but 
not synchronized second gear set, aided by the direct-drive 
clutch which is engaged momentarily to pull the engine 
speed down. The final change from second to top is managed 
by switching from one clutch to the other while second gear is 
disengaged. Going back down the sequence is similar. First 
gear doesn’t come into play again unless the car comes to a 
halt or the throttle is depressed at very low road speeds—say. 
below 15 mph. : 

Starting up from rest is fundamentally dependent on the” 
gradual increase in generator output as the engine speed” 
rises, but in practice this is modified by the control system] 
to give a sudden voltage increase right around the rpm of 
peak torque—2000 rpm in the case of the Hillman. Thus 
“slip” is allowed to take place only until the engine reaches’ 
the speed at which it can handle the job on its own. After 
that the powder coupling is locked up to provide a connec 
tion that is absolutely without slip. The action is akin to) 
that of a normal clutch and gearbox, then, with the excep- 
tions that chatter or stalling are impossible and that the 
gear-to-gear changes are remarkably smooth. ; 

To ensure that no forward creep can take place, a switch is | 
connected to the throttle linkage that cuts off all current to 
the clutches at idle. Positive operation of this switch is guar- 
anteed by about 14 an inch of initial free play in the accelera- 
tor travel, a feature that’s initially disconcerting but easily 
adapted to. With the column-shift-like selector level in “D,” 
the Hillman moves away in low ratio. It can shift to second 
at as low a speed as 12 mph or as high as 22, depending on 
the throttle position. At full throttle the upshift is a leisurely 


(Continued on page 83) 
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TROAD TEST | incu: 
ny Displacement ..........-.::0000+ 91.2 cu in, 1494 cc 
ly Dimensions ............000++ Four cyl, 3.11 x 3.00:in 
as Compression RAPIO ......ececeeeesesesseseeees 85 10 ONE 
m © HILLMAN Easidrive Power (SAE) ................ 56% bhp @ 4400 rpm 
FR icesissiscaccctcscccdarsees 83 Ibs-ft @ 2000 rpm 
in Price as tested: $2169 — rpm Range o suetl aetencasaneie 800-5100 rpm 
Piston Speed = Vs/b 
Te Importer: Rootes Motors, Inc. @ rated power ............cceeeees 2240 ft/min 
er 505 Park Avenue Fuel Recommended ...........cccccceesseeeees Regular 
ut New York 22, N. Y. WIRE i vcnsisicicsandsClivientancstoectedtnag 19-26 mpg 
an | DE si Ss beioane 165-230 miles 
se, 
er. CHASSIS: 
WHOGTMEO .cpsenhoiccissaniiinnencicnenas 96 in 
Feat CP noses ciccsccstciniescaastorn 49, 48 in 
le NRO ie ccscpe lining einen aden 162 in 
Ir, Suspension: F, ind, wishbones, coil springs. 
be R, rigid axle, leaf springs. 
ler Veta: TG OU COGN 6nd io eicecssteeReactcctamiben 1% 
id WEPMIP MMMM cci5ciccsduhaecepsccpedenceecsoantdasonbedets 5.60 x 15 
. Swept Braking Area ...........:cccccceeeees 121 sq in 
1U- Curb Weight (full tank) ..............0. 2420 Ibs. 
Se Percentage on Driving Wheels ................ 42% 
nd COU WOOGIE asics cencesstaccccaeeertanenastategs 2780 Ibs 
ler 
ni- DRIVE TRAIN: 
in Mph per 
t Gear Ratio Step Overall 1000 rpm 
. HILLMAN Eosidive Rev 3.08 14.01 5.2 
to- Temperature 35° F. n/a 
In Se § Ist 2.97 13.53 5.4 
above seo level fo) 
ed s of 4 G 87% 
al 5 2nd 1.59 7.24 10.0 
. 59% 
if 3rd —s«*1.00 4.55 15.9 
0 2 4 6 8 W 12 14 16 18 20 22 24 26 28 30 
to seaaeadaimianeiaamaee Final Drive Ratio: 4.55 to one 
ia 
ch, 
es. 
he Hose from heater blower separates governor, at As befits a family car, the Hillman’s trunk space is exceptional. Spare tire, easily removed, hides 


he right, from black control box under fender at left. neat clips for jack and crank which doubles as jack handle. Opening knob is hard to reach. 
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TURBINE AIR INLET 


BCEING GAS TURBINE 
MODEL 502 -!0F 



































by Roger Huntington 


> Imagine a Formula | G.P. car that packed a solid 400 
horsepower on a dry weight of 800 pounds, would do 220 
mph on the straightaways and accelerate like a rocket. It 
could happen with a gas turbine engine. 

Auto experts have been predicting the early appearance of 
turbine-powered racing cars for at least eight years now. Back 
in the early fifties there was a flurry of interest. The auto 
magazines were full of speculation, and F.I.A. officials even 


TURB 


POWE 
RACING 





ia a \ (] wis! went so far as to discuss a classification system for g.t. engines. 

ainitin deadpan ented : yee | | ~_ The subject, blew hot and cold after that. In 1955 SAC per- 

me MODEL 5000 ae | sonnel at the Offutt Air Force Base near Omaha built up 
Se . a a ———#n-experimental Kurtis race car with a Boeing g.t. engine 

4° ASAIO? aaianiaan a, : that caused quite a stir—and showed promising perform- 


ance. Then a ygar ago we heard Mercedes-Benz might enter 
Grand 1-Rrize\racing again with a gas turbine engine when 


5 eal ~ the present\2\%-liter formula ran out. So when Allison an- 
> ——E— oll ae oo “on 


ae —~__~.__nounced a commercial version of their advanced Model 
———______— 9 > 1 amas ~ \ 4 : fe 
1 ‘ ~250-p:ta few eel ago, Editor ce thought it was 





HOW DOES IT WORK? 


UJ | ___/-A-gas turbine engine is ridiculously simple in operating 
’ ~~ Y principle. First pure air is compressed in some form of rotary 

“" compressor (usually a centrifugal or axial-flow type) to a 

eae > “sid relatively high pressure and temperature—generally between 





30 and 80 PSI (gauge) and 250 to 550 degrees F. These 





FOO ae “compression ratios” require rotational speeds of 30,000 to 
‘\ 50,000 rpm on these inertia-type compressors. The com- 
SR Beene nen ten pressed air is then fed into one or more burners where a 


low-grade kerosene-type fuel is sprayed in and combustion 
takes place. The gas temperature rises to somewhere about 
1400 and 1800 degrees on combustion—and from here it ex- 
pands through the first turbine, which drives the compressor. 
This is usually an axial-flow wheel with many individual 
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blades, but some g.t. engines use a radial inflow turbine, 
operating like a centrifugal supercharger in reverse. These 
are much cheaper. 

At this point the hot exhaust gas could be jetted rearward 
to give a direct thrust, as on an aircraft turbojet engine. 
But on our g.t. engine we expand it through a second tur- 
bine which is geared down to drive an output shaft, so we 
get our energy in the form of shaft torque rather than a 
direct thrust. Generally this second, or “power,” turbine is 
on a separate shaft from the compressor turbine, so they 
are not coupled together. This permits the g.t. engine to 
develop maximum torque when the output shaft is stalled, 
with the compressor running at maximum speed. This is an 
important characteristic that you should remember. Exhaust 
gas temperature leaving the power turbine will fall to some- 
where between 900 and 1200 degrees, due to the expansion 
and energy loss through the two turbine stages. 

At first glance it might seem that a g.t. engine would be 
very efficient—burning a relatively small amount of fuel for 
the amount of power produced—because we have so much 
less friction loss than in a piston engine. Actually there are 
several serious strikes against it. For one thing the effective 
compression ratio (the pressure built up by the compressor) 
is usually below 4 to 1—which has much the same harmful 
effect on efficiency as in a piston engine. Furthermore we can’t 
“burn” all the air that is compressed. If we fed in enough fuel 


ps rated od -A-tp oSentd  epdethrar ede ee detedp keke andesite tng pp botgnt tet petesh b-tosptottr tpt dpe Sede tbed aetode rtp peo bole ns pepe: vided Si: Seba ah Si pie ein ele Mad amb 
, > ae 


sees sscccsccccssccccseloceccccccccssncccccccccees 


54/SPORTS -CARS: ILLUSTRATED/MARCH : 1950: : 


to give the theoretically-correct air-fuel ratio of around 16 
to 1 the combustion temperature would shoot up near 4000 
degrees—and the turbines would disintegrate in a second. So 
we have to by-pass much of the air to lean out the air-fuel 
ratio to somewhere between 60 and 100 to 1 to hold turbine 
temps near 1500 degrees. This, of course, means most of the 
air compressed is just washing through the engine for cool- 
ing, and the fuel necessary to pump it is wasted. Finally, a 
lot of heat energy goes out the exhaust, as it does on most 
heat engines. If we could recover some of this...but this 
brings us to methods for improving the efficiency of the 
g.t. engine. 

The major routes should be obvious: (1) Raise the 
compression ratio, (2) raise gas temperatures at the tur- 
bines, and (3) recover heat from the exhaust gas and 
recycle it back to the compressed inlet air. Much progress 
has been made in all these areas in the last six or eight 
years. For instance Boeing has developed a single-stage 
centrifugal compressor that pumps a compression ratio of 
6.5 to 1 at a rotor tip speed of 1750 feet per second—which 
is said to be the highest ever achieved with this layout. The 
new Ford experimental Model 704 g.t. uses a two-stage 
centrifugal compressor section that pulls 4 to | in each stage, 
for a total effective compression ratio of 16 to I! This is 
better than our best aircraft axial-flow compressors, which 
operate up to about 13 to 1. (Continued on page 80) 
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MALES PER HOUR 
TRACTIVE EFFORT vs. MPH 


The Shooting Star, turbine-powered experimental vehicle, 
{above left) was a technical exercise on the part of the 
Renault Company. Not intended for road racing, the Star 
did set some straight-line turbine speed records. The 
Allison Gas Turbine engine (left) produces 250 hp and 
weighs only 100 pounds. Fuel consumption, however, 

is 27 gallons an hour. Graph (above) shows how turbine 
got Tua greatest tractive effort just af take off. 



















Even a banked curve becomes a bit difficult when you 
have upwards of 480 hp on hand. Here, the W 163 is 
gently guided aroun the banking on the M-B test track. 


/ Track Report: 
_/Paragons Revisited 


by H. U. Wieselmann 
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« “Now remember, don’t let your right foot slip.’ Here, 
Wieselmann is given last minute instructions before be- 
ing pushed off in one of the 1939 Mercedes-Benz GP cars. 
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Built in secret for the 1939 Tripoli race, the 1%%-liter V8s proved a 
shock to the Italians by coming in first and second in a contest that had 
been tailored to fit the Latin hardware. 


> During the present fallow period of factory-sponsored 
racing at Mercedes-Benz any and all devices are used by the 
keen types of the competition department to keep the flame 
burning. One such excuse was provided by a recent visit of 
the Duke of Kent to the Mercedes Museum. 

For the Duke’s edification—not to mention the sheer de- 
light of all the M-B people who like the smell of doped 
fuel, and the sound of an engine going past five thou— 
Daimler-Benz had five GP cars warmed up and ready for 
demonstration runs. They were: the 1914 4.5-liter four- 
cylinder, the 1937 5.6-liter eight-cylinder, the 1939 3-liter 
Vi2 and 1.5-liter V8, and the 1955 2.5-liter straight eight. 
The assembled cars represented the past Grand Prize racing 
history of the firm. Mechanics filled tanks, started engines, 
sand switched to hot plugs as the different power plants 
‘reached racing temperatures. Rudolf Uhlenhaut, who had 
invited me to take part in the demonstration, took off first 
| in the the monster 646 bhp V12. 

Fast laps were to be driven on the new Daimler-Benz test 
track that runs along the Neckat River. This circuit con- 
"Sists of two straights and four curves. The turn with the 
longest radius curls around the skid pad, and is rather 
steeply banked. On the other end is a hairpin. This is a very 
_ Slow corner—under 50 mph—due to built-in bumps for test 
work and the natural tightness of the turn itself. After the 
hairpin is a left bend which leads into a 200-yard straight. 
At the end of this straight is a very fast left hander which 
leads back into the banked turn. 

_ The scene in the impromptu pit area, what with the shriek- 
Ing of superchargers and the aroma of burnt alcohol fuel, 
recalled powerfully the great days of Mercedes Grand Prize 
Tacing. To heighten the effect the cars were being cared for 
by the same mechanics who had helped make Carraciola, 


Lang, Kling, Fangio and’ Moss invincible on the world’s 
racing circuits. 








As background music Uhlenhaut was lapping with the 
W125—the most powerful road racing car ever built. When 
he came in—all smiles and acting like a little boy who had 
been let loose in a toy shop—he asked me “Would you like 
to try the fat one now?” 

If Ingemar Johansson could be considered overweight, 
then you might call the W125 fat. Built according to the 
750 kilogram formula that was valid from 1934 to 1937, the 
W125 has trouble delivering its 646 horsepower to the road. 
Second gear, which is selected as you’re pushed off, is good 
up to 110 mph, but the potent 5.6-liter supercharged engine 
is so flexible you can move away without difficulty at 
25 mph. This corresponds to about 1250 rpm with the gear- 
ing being used for the demonstration runs. Constant straight- 
line acceleration requires the right foot of a ballet dancer. 
Any hamfootedness is instantly translated into rapidly rising 
revs which very quickly overcome the traction of the back 
wheels. Result: prodigious wheel spin. As long as the front 
wheels aren’t turned this is a relatively harmless, but im- 
pressive, experience. It’s otherwise if you find yourself 
‘emerging from a corner or actually in the curve proper— 
then the back of the car is forced outward as if you had been 
hooked by a giant angler. Instant correction is necessary if 
you and the car intend to stay on course. 

This is easier said than done, however, in this pre-war 
Grand Prize car. Built to accommodate the old school of GP 
drivers, the wheel is situated so close to the seat that it makes 
an elbows-out position mandatory. High steering forces also 
tend to make a modern driver uncomfortable. Once these 
not-so-minor points are taken into consideration, high ad- 
venture awaits the curious. You cross the threshold into a 
land of pure speed when you come off the banking and 
accelerate hard in third gear. When I crossed the border it 
felt as if a gigantic force pulled me forward—a force that 
was completely alien to present-day GP drivers. Where it 
came from was easy to calculate afterwards. With the tanks a 
(Continued on page 85) 





The last in a long line of race winners—the W 196. This 
car was the least demanding of all the M-B GP cars. It was 
a shock to the author, being easier to drive than most GTs. 

















High ‘‘over-seerer’’ cab 


Roll bar 


IT’S MIGHTY SATISFYING TO OWN AN AVENGER! 


‘“Twin-fuel-i ion’ 
in-fuel-injection 
Power Source 


a, 


Satisfying to your need for power with a hefty ‘““Quadripoised” log that will ‘clear the way.” 
Mighty satisfying to “tread lightly with proud log’ — offering “Twin-Fuel-Injection” 
engines that will propel you to your prey with flashing acceleration. Mighty satisfying 
to “pick off’ those motorists who have rammed your sports car. Here is the ‘“‘most effective” 
vehicle the medium price class has to offer. Genial Motors is proud to present for 1960: 
The AVENGER MK-1—America’s first “IMPACT” car. Your local dealer is anxious to serve you. 


de 
ie ETOP 
Longer ‘‘Tek-A-Smash’’ Log” ‘ 
(optional) 
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(Not An Advertisement) 
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Sam Thud takes his friends out for a spin in his new AVENGER SPORT COUPE MK 1. 


 AVENGER~*6O 


peso There’s nothing like getting even . . . with an AVENGER! 


Passenger Compartments 
(Standard Equipment) 


2 lite eee 


Senn 


MIGHTY THRIFTY TOO! 


The all-new AVENGER “Twin-Fuel-Injection’” power source is standard equipment and 
ata ‘toe’s touch” will whisk you away from screaming sirens and heavy fines. Also fea- 
turing the all-new “impact-styled” “‘Rip-A-Round” bumpers, The AVENGER seldom 
comes out second best during impact. Result—the lowest insurance rates in America. 


Fire Proof Pirellis 
(optional) 


AVENGER Division, Genial Motors Corporation, Detroit, Michigan 


“Rip-a-Round’’ Styling 
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as we opened it and splashed into the 
previously dry compartment. If the lid had 
internal hinges, its front edge would move 
forward and up, so that all water would 
spill on the body instead. 

When we first met the Dart, as it was 
known back in April 1958, we expressed 
our disappointment in the body styling. 
We were told rather pointedly that the 
now-best-selling sports car in the USA was 
hardly a beauty itself and besides, there 
were a good number of people who dis- 
agreed with our opinion. This is one as- 
pect of a car which can be best covered 
pictorially so we will leave it at that, 
except to say it attracted a great deal of 
attention wherever we went. 

As to quality of finish, the Daimler’s 
fiberglass body is about on a par with that 
of the Corvette, though it is much lighter. 
The only shortcomings we noticed were 
in the doors. Though well-aligned for or- 
dinary closure, their hinges didn’t seem 
very rigid. Around the slot in the door for 
the window, small cracks appeared, indi- 
cating that the fiberglass cloth should have 
extra layers there. All openings matched 
well and the push-button latches worked 
easily. 

The SP250 is intentionally a very simple 
sports car. It utilizes common, garden 
variety, British-built components so that 
despite its low-volume production and 
therefore limited sales and service force, 
minor repairs will be feasible at almost 
any British car dealer in the country. The 
one extravagance is the engine. 

Our first driving impressions were gath- 
ered in Manhattan’s midtown traffic. 
Though taken aback by the heavy steering 
and choppy ride, we were overwhelmed by 
the smoothness of this high output engine. 
The car will pull easily, though not 
strongly, from half its idle speed! Not for 
the first time, we have the anomaly of a 
light car, which gets along with a high 
first gear, being equipped with a close- 
ratio four-speed gearbox. Alongside the 
acceleration graph, the plot of speeds at- 
tainable in the various gears shows that it 
is quite feasible to drive the SP250 using 
only first and fourth. But the manufactur- 
ers offer what the public demands, so 
there will soon be an overdrive option too. 
The only real advantage that this will 
confer is a mild degree of automaticity 
without the stigma of the other option, 
the Borg-Warner automatic transmission. 
Neither is yet available in the USA. 

The trunk lid is very light and the prop 
is not necessary to hold it open as the 
hinges are relatively stiff. It also can be 
leaned forward against the top for full 
exploitation of the 2514 by 36-inch open- 
ing. The inside measurements range from 
5614-inches wide (fender to fender) to a 
minimum of 20-inches deep, also in the 
fenders. 

The spare wheel and two tool kits 
are under a false floor, making it easier to 
use the space above. The jack works 
through a hole in the floor in front of 
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either seat and engages a bracket on the 
side of the frame. 

The gas filler is centered in front of the 
trunk, the tank itself being directly above 
the rear axle so that the trunk can be so 
deep. In trying to fill the tank to the very 
brim for our mileage checks, the attendants 
usually let it overflow. Fuel ran all over 
the rear bodywork, though fortunately not 
into the trunk itself. 






The alligator-type hood also has external 
hinges and a prop to keep it up. The re- 
lease is in the cockpit and requires a very 
firm pull. A safety latch at the front lets 
it open wide and access to the engine is 
very easy. The dipstick is at the left front 
and the oil filler is between the generator 
and the right valve cover (though no oil 
was added in over 1200 miles) . The low, 
cross-flow radiator requires a small header 
tank next to the dipstick. Because the 
heater is higher still, the engine must be 
stopped before the cap is removed; other- 
wise the heater system will be pumped dry. 

In parking the car, the rear fins make 
reversing a cinch, but the low nose is 
longer than we guessed, and we “kissed” 
bumpers twice. Though they look too low, 
the bumpers and bumper guards do their 
job of protection. The ridges which lead 
into parking lights make it easy to judge 
the front fender’s position. 

The three inch-wide clutch and brake 
pedals are well separated, there being some 
twenty inches of width for one’s feet. All 
pedals are pendant. The tip only of the 
narrow (one inch) accelerator is about 
three inches forward of the brake pedal, 
making heel and toe technique difficult 
unless you bend the accelerator pedal to 
make it parallel and even with the others. 
The swept area of the disc brakes (1014- 
inch diameter in front and ten at the rear) 
is astounding, the 438 square-inch figure 
putting it right off the end of our bar 
graph. They are especially large for the 
SP250’s’ light weight, and they always 
pulled the car down smoothly and” as 
quickly as road surfaces would allow. 


A comfortable ride is difficult to achieve 
in light, powerful cars with conventional 
suspension for the suspension and wheels 
are such a large percentage of the total 
weight. In order to assure control at the 
very high speeds which the SP250 can 
reach, the springs are quite stiff to limit 
deflection. At lower speeds, the result is 
a choppy, vintage-like ride, only partially 
hidden by the comfortable seats. Noticeable 
vibration finds its way into the steering 
column and some movement of the dash- 
board is evident on very rough roads. 

Acceleration runs were expected to be 
the high point of the test procedure with 
a curb weight to power ratio of less than 
15 pounds per horsepower (SAE) . We were 





dismayed to discover that even with the 
stiff clutch and the Dunlop RS4 Nylon 
Roadspeeds pumped up to 28 and 30 psi, 
front and rear, it was impossible to in- 
duce wheelspin. The nine-inch clutch just 
wouldn't bite hard enough, so all we got 
was clutch slip and a nasty smell. The 
Daimler Division at Baltimore were gra- 
cious enough to install a new clutch over 
a weekend for us. Even so, we had to start 
our subsequent acceleration runs carefully, 

The excellent times achieved are there- 
fore ali the more surprising and the graph- 
ical plot on page 51 may be a shock to 
owners of equipment which competes on 
the basis of either price or displacement. 

The car we tested had been carefully 
broken in, so we were puzzled to find that 
the baulk-ring synchronizing was ineffec- 
tive when shifting from first to second 
(though coming down from third it was 
adequate) . Gear noise above 5000 rpm in 
first was supercharger-like in pitch and in- 
tensity. The gearbox case looks like the 
Triumph’s, but the ratios inside are much 
closer together. 

Of course, outstanding acceleration: is 
still not the only criterion of a sports car. 
Our next major area of investigation was 
handling. We wanted to see whether the 
vintage-like harshness of the ride could be 
justified by precision of control. 

We would have liked to compare lap 
times but the wintry conditions prevalent 
at nearby road circuits prohibited that, so 
we relied entirely on our smooth, dry test 
circle. We knew the steering was quick, but 
the need for only 30° lock for ten mph 
confirmed and emphasized it. 

Higher and higher speeds around the 
circle took progressively more lock, but 
never very much, as the Steering Beha- 
vior graph shows on page 50. Peak speed 
was in the neighborhood of 60-plus mph. 
(We wouldn't put too much stock in the 
particular figure, as ultimate cornering 
power is so largely dependent on the indi- 
vidual tires being used). Steering forces 
required stopped increasing above 45 mph. 

Even with a passenger, higher speeds 
(70 mph) could be indicated by further 
opening the throttle. The back end would 
slide out noticeably, but no discernable 
additional lock was required. However, the 
extra ten mph should probably be credited 
to a trace of wheelspin rather than actual 
speed. With the driver alone, the need for 
a slip-limiting differential became glaring, 


even though the test circle is taken as a 


left hand turn. The speedo then read er- 
ratically up to 80 mph. The Daimler had 
become much more nervous and what had 
been tiny little twitches of correction be- 
came bigger and more frequent as the left 
rear wheel alternately lifted and lost some 
traction, then settled and bit again, Sud- 
denly closing the throttle had an abrupt 
but expected effect, the car diving sharply 
ino the turn. 

Conclusion: if a limited slip differential 
is made available and if it and the car are 
recognized as Production in time, the 
$P250 will be the surprise of the 2.7 liter 
class in 1960. Whether it will also be the 
surprise of the $4000 sports car market de- 
pends on how many Americans are willing 
to sacrifice a comfortable ride for stirring 
acceleration, simple construction and firm 


— (Continued on page 74) 
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in Spring 















as the pancake it’s flat as... 


wheels that ride where they should — : 


a decorator-finished interior (wall to wall carpeting, 
upholstered top, padded dash, 
contoured glove compartment, and 
a jump-seat that obligingly lifts out 
for replacing children with golf clubs). 
Do all this and what have you got? 
Only the most beautiful new Sports Coupe 
that $1898* can buy. 





SOLE U.S. IMPORTER: FADEX COMMERCIAL CORP., 487 PARK AVENUE, NEW YORK 22, N.Y. * DEALERS AND SERVICE FROM COAST-TO-COAST « OVERSEAS DELIVERY ARRANGED 
*#P.O.E.N.Y. 
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. That 1961 


Formula 


AGAINST 

. from page 27 

it is going to be slower. I feel that it is 
going to be less help to the motor industry 
because the development of new materials, 
such as titanium and magnesium, will 
have very little place in these new ma- 
chines; one could even go as far as mak- 
ing the crankcase out of cast iron without 
any penalty whatsoever. Finally, I don’t 
think it is going to be any safer because 
we shall have to go through a new era of 
development of chassis and suspensions 
and the inevitable failures that one gets 
with anything that is new. There is also 
a more abstract reason why it will not be 
so safe: that the driver will have less 
power to help himself get out of trouble. 
It is an accepted fact in motor racing that 
if a driver has reasonable ability, a sur- 
plus of power can, on many occasions, 
help him out of a tight spot. One other 
point comes up here too. I feel that now- 
adays when new drivers in the team find 
themselves a few seconds a lap slower than 
their Number One team-mates they are 
content to sit back and try to learn and 
work up to their maximum. However, I 
think that when the restriction is dropped 
down to 1500 cc, instead of being one or 
two seconds behind their leaders they will 
be the odd tenth or two behind. This, I 
am afraid, may encourage them to drive 
beyond their ability to try to surpass their 
team-mates and prove that they are bet- 
ter than they really are. 

It is true to say that Formula 2 racing 
of today is quite interesting and reason- 
ably exciting for the public, but I don’t 
think it is ready to take the place of our 
prime Formula 1. 

Many people have asked how this new 
formula has possibly come about, if the 
drivers and the team managers and the 
manufacturers and the owners and, in- 
deed, the sponsors of oil companies and 
so on are against it. Unfortunately, prac- 
tically all countries have a vote in F.LA., 
or, more correctly, the C.S.I., Commission 
Sportive Internationale, which decides 
most of these things. America has a vote, 
England has a vote and Italy has a vote, 
but so do other countries such as Switzer- 
land, which has no circuit, no drivers and 
no cars, and, unfortunately, at the moment 
no interest in motor racing. These coun- 
tries are just as powerful when it comes 
to voting on a subject as important as this 
as you are in the States, and we are in 
England. Some of these various countries’ 
delegates, I believe, are laboring under 
the misapprehension that a smaller form- 
ula means a cheaper formula. Somehow 
they seem to forget that if we have new 
cars, which are going to be just as special- 
ized as the cars of today, somebody has to 





oe 


‘pay for the building and development of 


these machines. If, on the other hand, 
we continued with the formula as it is at 
the moment, all that would be needed is 
small, detail development from year to 
year, which would keep the cost down to 
a minimum. Building a second racing car 
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does not cost nearly as much as develop- 
ing a new one. 

I think there are still an awful lot of 
people around who don’t really believe 
that the new formula is going to come 
about. All I can say is that the F.I.A. have 
passed it and ratified it and there is no 
going back. The only hope we have now 
of saving motor racing as the enthusiast 
knows it—the Formula I Grand Prize rac- 
ing of today—is for the Intercontinental 
Formula to be made 2.5 liters instead of 
3.8 liters. If this could be done I think it 
would keep Italy happy, certainly England 
and now it should satisfy America with 
Lance Reventlow and his Scarabs. If this 
were done then the organizer would have 
the opportunity of choosing between the 
new Formula | 114-liter 500 kilogram limit 
or taking the Intercontinental Formula 
cars, which would be similar to the Grand 
Prize car of today. I am pretty sure that if 
the choice were left to him he would take 
what must obviously be the most spectac- 
ular and interesting to the people who 
make racing possible—the spectators.—syn, 


: , That 1961 
@ Fermula 


For 

from page 27 

on fuel. When it’s concluded at the end of 
1960, it will have ruied for seven years; no 
racing formula has ever lived so long! For 
example when the 750 kilogram formula 
was introduced in 1934 it was clear from 
the beginning that it would only be valid 
for three or four years. In fact it expired 
at the end of 1937 and was replaced by the 
3 liters blown, 414 liters unblown ruling 
that lasted only two years—until the war. 
A variant of this formula (11% liters 
blown, 414 unblown) began in 1947 and, 
to be sure, was theoretically intended to 
be effective for seven years—but only theo- 
retically. For in the last two years of the 
formula, 1952 and 1953, virtually no major 
races were run to the 114-414 rules. Atten- 
tion had turned to the more active 2-liter 
Formula 2, which had won the support of 
both the car builders and the organizers. 

This backward glance into history has 
been necessary to establish that: 

1. a new Formula | seems to be a press- 
ing need after seven years of the existing 
formula, and 

2. the trend of development seems to be 
toward reduction in engine size. 





When fully developed, the Formula | 
racing cars of 1934 to 1937 had power 
ranging from 500 to 600 bhp. The dis- 
placement of those supercharged engines 
lay between 5.6 and 6.4 liters, which gives 
an inkling of the massive torque that was 
available (see page 66—Ed.) The top 
drivers of Grand Prize stature — Bernd 
Rosemeyer for Auto Union; Caracciola, 
von Brauchitsch and Lang for Mercedes— 
were able to lap the Niirburgring with 
these cars in about 9:55. When the 3-liter 
formula drew near, the experts predicted 
that with the engine sizes reduced by half 
we'd never see lap times under ten min- 
utes again. But in 1939 Hermann Lang 
reached the astonishing time of 9:52 with 
the three-liter of about 450 bhp. Faster 
times with less power! 


After the war it took a while for ¢ 
llf-liter supercharged cars to “grow up’ 
Only a quarter of the displacement 4 
1937 was available, but even so from 380 j 
400 horsepower could be found (Aly 
Romeo's Alfetta Type 159). Driven } 
Fangio and Farina, these “little” cars wen) 
also able to reach 9:55 at the Niirbyy. 
gring, and similar times were recorded }y 
Ascari and Gonzalez with the unblow, 
414-liter Ferrari. Three years later 9:5; 
was also good time for Fangio and Klin 
with the 214-liter unblown Mercedg 
Grand Prize cars. Yet today a 9:55 on the 
‘Ring doesn’t even begin to be competitive} 
for a 1l4-liter unsupercharged car! Fo, 
the lap record for the 214-liter cars stands 
at 9:09 (Moss, Vanwall) since 1958, and 
for the 114-liter Formula 2 class at 9:3) 
(McLaren, Cooper) . In fact Wolfgang von 
Trips has already reached 9:29 in a trial 





run with the Formula 2 Porsche. 

In England loud cries of criticism were f 
heard when the new Formula | beginning 
in 1961 was decided (1500 cc without 
supercharger, which is about the same as 
our present Formula 2). Having been op- 
posed to this new formula, the English 
representatives to the C.S.I. had to bow to 
the will of the majority. At that time the 
English said: ‘Races with these little cars | 
will be much too slow to attract the pub- 
lic, and besides they’ll be so easy to drive 
that there'll no longer be any challenge 
for the top drivers. On the other hand 
the present Formula | is just now getting 
into full swing.” 

The latter view was valid only in Eng- 


land, and not in an international sense. | 


The English Formula | cars—the Vanwall 
and B.R.M., the Lotus and Cooper — ma- 
terialized quite late. Let’s not forget that 
in the first few years of this formula Mer- 
cedes and Ferrari, Lancia, Maserati and 
even Gordini showed up with thoroughly 
competitive cars, while the British seemed 
to have no interest in the 214-liter limit. 
Only in the fourth year of the formula 
was an English firm able to win a Grand 
Prize (in 1957, Moss and Brooks in a Van- 
wall on home ground) . As far as the driv- 
ing requirements of the “little ones” are 
concerned, Fangio’s 1956 lap record with 
the 214-liter Lancia/Ferrari stood at 9:41 
on the Niirburgring (which in Germany 
is the classic standard, because on this 
course roadholding and brakes count just 
as much as sheer power and because it’s a 
genuine “driver's circuit”) . Just two years 
later Bruce McLaren turned that 9:37 lap 
with the 114-liter Cooper. Granted that 
the speed of the track has _ increased 
slightly in the meantime, doesn't that 
show a substantial technical advance? 





In Niirburgring laps of less than 9:30 
the ability of the driver is sufficiently 
brought to bear, no matter what kind of © 
car is used. At the ‘Ring the Formula | 
car of 1961 will already be driven under 
the 9:25 mark—perhaps under 9:20—and 
the public will be satisfied, primarily be 
cause the field of starters will be better 0 
quality and quantity than ever before. 
There'll be Ferrari and Cooper, Lotus and 
Porsche, Borgward and B.R.M., perhaps 
even Vanwall and Reventlow with his 
Scarab. I have no concern for the future of 
automobile racing. The king .is dead— 
Long live the king! _RoF 
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: During the 1959 auto shows, we made you a promise—we would design and produce an ABARTH 
1 System specifically for the Volvo, and make it available early in 1960. That promise is now fulfilled. 
is Now you can enjoy the extra power, speed and economy, delivered by thousands of other ABARTH- 
¥ equipped cars. Get tiger acceleration and greater fuel economy out of your Volvo—with the new, 
* custom-designed ABARTH Free-Exhaust System! Model VOL-444, $19.95 





NOTE: FISHER PRODUCTS offers over 35 different ABARTH Systems. For complete details on the ABARTH 
df System made specifically for your car—and the name and address of your nearest ABARTH dealer— 


USE THIS CONVENIENT COUPON! 


Order From Your Dealer, or 


F| R PR D T 21-25 44th DRIVE * LONG ISLAND CITY 1, N. Y. 
8836 NATIONAL BLVD. + CULVER CITY, CALIF. 




















































i Please rush free FISHER-ABARTH catalogue - Alfa Giulietta Sprint Exhaust System....$69.50 [) MGA TWiN-Cam .........ccccscccccssscsccsssseeseensnes $49.50 
describing these, and other systems and acces- [ ] Alfa Giulietta Spyder Exhaust System... 79.50 (| Peugeot 403, Sedan only... 49.50 
sories. | have checked the system made for my car. LJ Austin Healey Sprite.....................0.-00+ 19.95 [| Porsche, all models but Carrera ........... 44.50 4 
] | 'Borgward Exhaust System, All Models.. 39.50 [| Renault 4-CV Exhaust System................ 19.95 4 

| Na rc] Fiat 600 Exhaust System, All Models... 19.95 [|] Renault Dauphine Exhaust System........ 
oH ] Fiat 600, with sports manifold we 44.50 [Simca Aronde ...............0.000 | 
| [| Fiat 1100 Exhaust System... {] Triumph TR-3 and TR-2....... 1 
| Address [| Fiat 1200 Sedan.................. e Volkswagen, 1955 and earli 
[ |} Jaguar 140M, 150, 150S..................000 2 Volkswagen, 1956 to 1959 ...... a j 
] City State af” Ss 7 Pea (| Volkswagen, 1960 models ...................... i 
j (Mercedes 190-SL Exhaust System.......... 44.50 [] VOIVO PV-444 .......ccecsecssecsesssecrnesnneeneceneees 
Cj Send name and address of my nearest dealer. LI MGA .........0000 29.50 California Residents Add 4% Sales Tax 
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Daimler 


SP 250 
from page 70 


THE V8 ENGINE 

The men behind the SP250 are Daimler’s 
managing director Edward Turner and 
head designer Cyril Simpson. Turner de- 
vised the famous Ariel “Square Four” and 
later the highly successful Triumph Twin 
motorcycle engines. 

It is common for engineers to build one- 
cylinder engines to investigate combustion 
chambers and valve gear. What Turner has 
done is adopt his highly successful 600 cc 
Triumph Twin as a “prototype”, laying 
out the water-cooled, 90° V8 to incorporate 
many tried and proven details around the 
top end. 

The bottom end is all-new, previous 
Daimlers having had six cylinders. It is 
simple, yet a glance at the one-eighth scale 
cross-section shows that V8’s needn’t be all 
alike. The major difference, an ultra-high 
camshaft, is the keystone of Turner's de- 
sign. By placing it so high, it is possible to 
have hemispherical combustion chambers 
without the terribly long rocker arms fea- 
tured in Chrysler’s now-abandoned design. 
The camshaft is so high that the cast 
aluminum tray under the twin S.U. mani- 
folding actually carries the sixteen hollow 
tappets, out of sight, of course. The cam- 
shaft itself is carried in the block, seven 
inches above the chain-driven crankshaft. 


From there out the valve gear is patterned 
directly after that used in the Triumph 
Twin. The tappets have curved faces and 
are prevented from rotating, while the cam 
lobes have straight flanks. 

The cylinder heads are cast of aluminum, 
They have reverse taper, cast iron valve 
seat inserts and carry two rocker shafts 
each. The valves, inclined at 70° to one 
another, have dual springs. The rockers 
have an approximately 1.4 to one leverage 
ratio. The short “Duralumin” pushrods 
have a coefficient of expansion such that 
valve clearance (.012 inch cold) varies but 
little when the engine heats up. 

Spark plugs are hidden down long tubes 





and are within an inch of the cylinder cen- 
ter-line. The leads pass through a plastic 
bobbin to prevent partial shorting. The 
aluminum valve cover is held down by plas- 
tic rings which thread onto the spark plug 
tubes, the X-shaped bobbins fitting into 
the same rings. 

With the engine’s air-cooled ancestry, so 
to speak, it seemed reasonable that the only 
shortcomings we noted were in the water- 
cooling system. Though the intake mani- 
fold is heated by a water jacket just below 
the S.U. carburetors, the engine takes much 
longer to warm up than domestic V8’s do. 
One reason would be that there are 714 
U.S. quarts of oil aboard, which is rather 
a lot for this size engine by our standards. 
That water jacket is fed indirectly through 
short rubber hoses and metal pipes. The 
heater is fed similarly so there is a multi- 
plicity of hoses and clamps. We had a hose 
burst under the manifold, which is so 
high on the engine that the only difficulty 
it caused was that the heater only heated 
when the revs were up. We have been in- 
formed by the Daimler offices in Baltimore 
that subsequent production cars have a 
more strongly reinforced hose material 
throughout. 

The widest dimension on the SP250 is 
the 24 inches across the valve covers, as the 
exhaust pipes sweep sharply downward and 
even inward. An effective remnant of Daim- 
ler’s reputation for silence is the very large 
cross-over pipe behind the engine. This 
eliminates the traditional, uneven “beat” 
of the V8 from the otherwise separate dual 
exhaust system. 

Very conservatively, the Daimler firm 
have released only the “net horsepower” 
figure of 140 bhp at 5800 rpm. A reason- 
able estimate of “gross” or SAE output is 
the 155 bhp used in the spec tables and 
chart. This means one horsepower per 
cubic inch which is very respectable under 
any circumstance but especially for a 
brand-new product with two very small 
(134 inch) carburetors. 

It is delightful to see a new sports car 
reach the market and doubly so when its 
power plant is a fresh design rather than 
a warmed-up version out of some sedate 
sedan. We trust that the same talent which 
created this engine will soon be able to 
turn its attention to the chassis’ short- 
comings. —SCI 





74/SPORTS CARS ILLUSTRATED/MARCH 1960 








Cooper Ceop’s 


Fast Fledzling 
from page 29 


hind him into third place, Moss retook 
McLaren, who thereafter hung onto Stir. 
ling’s tail for the remaining seven laps 
and was beaten for second place by just 
one fifth of a second (Brabham won, you'll 
remember) . 

Although in fact Bruce was faster during 
these final seven laps than at any other 
stage of the race, he says they felt at least 
two seconds per round slower, simply be- 
cause, with the maestro in his sights, he 
was no longer hanging his tail so far out in 
the turns. That 1’ 57.0” lap of his was his 
seventy-fifth and last, and exactly equalled 


the record. Moss had set on his 68th. Inci- 
dentally, this didn’t make McLaren the 
“joint record holder”; contrary to a com- 
mon fallacy, except in almost unimagin- 
ably improbable circumstances there ain't 
no such thing as conjoint possession of a 
record. In this case, Moss, as the first driver 
to go around in 1’ 57”, was the sole record 
holder and will remain so until somebody 
goes not merely as fast but faster. 

The consensus being that McLaren's 
drive in the 1959 British GP was the finest 
of his career, it’s engagingly modest and re- 
alistic of him to put the matter in a 
Moss-towed-me light. 

As a driver who has gone a long way in 
a short time, and still has some distance 
to go before he can match the First Six’s 
form when he isn’t actually inhabiting 
their slipstreams, McLaren sees driving 
inspiration as something that comes (if it’s 
coming atall) strictly by precept, rather 
than just materializing out of thin air. De- 
veloping the theme he aired in the British 
GP context, he says: “As long as I can 
stay close to fellows like Trintignant, 
Gendebien and Schell, who I know won't 
put a foot wrong, I’m as happy as a 
cricket. There’s always something to learn 
in that sort of company. Tailing Moss, 
Brooks or Brabham is an education, of 
course—can’t get enough of it. But with 
them I know I’m only in their slipstream 
for as long as it suits them”. 

This might appear to be contradicted 
by the way he latched onto Moss in the 
breathtaking last act of the British GP, 
but he’s giving you credit for knowing his 
Cooper had the edge on the Moss BRM 
in acceleration that time. 

If the final criterion of greatness in a 
grand prix driver is never-say-die spirit, 

then it’s arguable McLaren will never 
achieve the four-star rating that eludes 
all but the rare few. Like Mike Hawthorn, 
he is, on his own admission, a creature of 
moods on the track. “If my car is below 
par, or I get to feeling in my bones I won't 
finish a race, I catch myself thinking, 
‘Hell, what’s all this effort in aid of?’ Then 
it’s all up with me”. 

Outside of fiction, no driver is an idol 
to another driver, but the one who comes 
nearest this rating in Bruce’s book is, not 
surprisingly, Jack Brabham. Brabham's 
vote was largely responsible for McLarens 
selection when, in the winter of 1957/8, 
the New Zealand International Grand Prix 
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Association debated which New Zealander 
they should send to Europe. Another 
candidate, incidentally, was a driver called 
Phil Kerr. Kerr lost out but he went to 
England anyway, at his own expense. To- 
day, by an odd turn of fortune’s wobbly 
wheel, he is Brabham’s manager at the 
champion’s Surbiton garage business—and 
shares McLaren’s flat. He doesn’t race any 
more. Underlining the penchant these 
Antipodeans have for hanging together in 
exile, McLaren’s mechanic during ’58, be- 
fore he went on the official Cooper team, 
was a New Zealander, Colin Beanland; a 
damn good mechanic too. 

Brabham not only fairy-godmothered 
McLaren into the northern hemisphere, he 
also fixed him his first drive on a works 
Cooper (this was an isolated holiday from 
independence in the Silverstone Interna- 
tional Trophy in May of ’58, where Bruce 
placed third in the heavily subscribed F2 
division of a primarily Fl contest). Ever 
since the boy touched down in Britain, 
Jack has done everything he knows to help 
and encourage him, including schooling 
him on which lines to take through corn- 
ers on a score of circuits. A Brabism that 
Bruce particularly admires and tries to 
emulate is his dulcet touch with the shift 
stick. Transmission, as we saw in our re- 
cent sportrait of Jack, was the Cooper 
stable’s Achilles’ Heel last year; but the 
quiet Australian, with a self discipline that 
enables him to make audibly slower chan- 
ges than most people even in the hottest 
fray, will keep a gearbox whole and hale 
if anybody can. 

McLaren, like Brabham, is an engineer 
as well as a driver, but his knowledge, un- 
like Jack’s, is partly book-larnt and theo- 
retical. Before going to England he was 
reading for an engineering degree at uni- 
versity in Auckland, his hometown, and 
the idea was he’d continue his studies in 
his spare time in Britain. In practice it 
didn’t turn out that way, unless working 


at Cooper Cars, as he does between meet- . 


ings, counts as studying. At that, it might 
be hard to find a better academy than 
the little equipe that won both of the 1959 
grand prix constructors’ World Champion- 
ships, and whose iron was raced exclu- 
sively by the season’s World Champion 
driver. 

McLaren doesn’t work on the actual cars 
he drives for Cooper, and defines his duties 
rather vaguely as “hither and yonning be- 
tween the drawing office and the work- 
shops”. In the teeth of certain types of 
technical problem, he says his academic 
grounding has its value, to himself cer- 
tainly and to the Cooper establishment 
possibly. His father being the proprietor of 
an Auckland automobile engineering busi- 
ness, in which Bruce toiled honorarily as 
soon as he was old enough to hold a 
wrench, it follows that with him prac- 
tice goes hand in hand with theory. 

Except in his driving capacity, he never 
was actually on the Cooper payroll (as 
Brabham was until he recently went into 
business on his own account) , so his posi- 
tion in the Cooper Cars setup would ap- 
pear slightly ambiguous to anyone un- 
familiar with the delightful informality of 
this firm’s operations. Assuming he re- 
news his tieup with Cooper in 1960—his 
plans were still fluid when this was writ- 

(Continued on page 76) 
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Why experiment with substitutes? 
Replace with the original—replace 
with ROBERT BOSCH. 


Gives you best possible performance 
because ROBERT BOSCH heavy 
duty spark plugs, parts and acces- 
sories are specially designed for 
your car—engineered to meet your 
car’s individual requirements — 
backed by the skill and reputation 
of the world’s oldest manufacturer 
of automotive equipment. 


ROBERT BOSCH, original equip- 
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ears, is your safest bet for top 
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ESPECIALLY DESIGNED FOR SPORTS CARS 
Length 10’ Overall width 68” Only 550 Ibs. 
VY All screwed and bolted body. VY All aluminum exterior. 


Y Two-inch channel frame. ; 
Y Standard float axle vf Two windows. 
VY Two doors. 


undercarriage. 
¥. Standard 2” coupler. Y locking door handles. 
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CHECK THESE ACCOMMODATIONS: 


2-burner stove. 
Large sink. 

Sink drain. 
Six-gallon water 
tank. (with out- 
side filler cap) 
Gravity flow to 
faucet. 

25-\lb. ice box. 
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All aluminum 
work area. 


Drop leaf table. 
Storage space. 
2 six or 12-volt 


dome lights. 


Inside cabinets. 


Three-quarter 
mattress. 
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Cooper Coop 
Fast Fledgling 


from page 75 


ten—he'll likely be doing most of the test- 


ing of racing cars that Brabham formerly 
handled. 
Circuits don’t have to be short to please 


McLaren but he surely likes them twisty, 
not only for the extra fun of driving 
around them but because, possessed as he 
is of a faculty for learning intricate itiner- 
aries fast, they put him at an advantage. 
The Niirburgring, over fourteen miles 
around and as tortuous as anything in 
Europe, didn’t give him any trouble his 
first time there, as we saw at this story’s 
opening. The mountainous and wiggly 
Circuit of Charade, scene of the Clermont- 
Ferrand F2 dice, goes five miles to the 
lap and usually is reckoned to take a lot of 
learning, but it didn’t bother Bruce when 
he debbed there last July—a few pre-train- 
ing rounds in a not very fast passenger car 
and, first time out in official practice, he 
was turning lap speeds he wouldn’t after- 
wards improve either in later practice ses- 
sions or the race itself. 

Once in awhile, though, he admits he 
can overrate his photographic memory. 
He did so just once during German GP 
training in 1958, and by bad luck the re- 
sulting goof created an obstruction plumb 
in the path of S. Moss. When the session 
finished he spent an embarrassed few 
hours ducking into doorways whenever he 
saw Stirling coming. Moss can wag a for- 
midable finger at people who get in his 
way but his ire has a high coefficient of 
evaporation. 

By McLaren’s uncompromising defini- 
tion, an outright win is Success and any- 
thing else is Failure. In these terms, his at- 
tack on the 1959 grandes epreuves was 
rewarded only once, an unexpected pleas- 
ure since he hadn’t been expecting to win 
any classics. With Jack Brabham plainly 
headed for the world title from an early 
stage of the campaign, did he, Bruce, feel 
he was forced into a position where he 
couldn’t do, himself full justice?, we 
asked. No, indeed. True, Cooper usually 
saw to it Brabham had “ten horsepower 
extra and the best gearbox”, but these 
bonuses were his by right of superior prow- 
ess and neither Gregory nor McLaren 
grudged him them. Most times, anyway, 
a mere 10 bhp was neither here nor there. 

For about the first half of the 59 season, 
up to but not including the memorable 
British GP, McLaren had been taking it 
relatively easily and concentrating on mak- 
ing the machinery stay in one piece. Post- 
Aintree, he was really having a go—‘‘and 
then things started breaking”. At Avus in 
the new style German GP he blew his 
clutch in the second heat (after finishing 
fourth in the first) , so was unplaced over- 
all. At Lisbon in the Portuguese GP he 
lay third to Moss and Gregory at mid- 
distance, subsequently going out with a 
broken gearbox. Finally, at Monza (Italian 
GP) he had a piston collapse, resulting in 
the normally reliable Climax engine being 
practically cut in half. One of the few ills 
to which the Climax is prone is the break- 
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age of cam followers—this caused his retire- 
ment in the sub-classic Kentish Hundred 
at Brands Hatch last summer; but they 
only break if the valve springs have too 
much mileage on them, allowing bounce 
to set in. 

The Avus, with its utterly unroadlike 
North Curve banking, bottom-gear South 
Curve and otherwise unrelieved and dead 
straight autobahn, which wrung fervent 
never-again vows from the generality of 
drivers, surprisingly appealed to the Auck- 
lander. One thing it needed aplenty was 
guts. Nobody who’s seen him race denies 
McLaren credit for guts and his per- 
formance in the 1959 German GP should 
ensure nobody ever does. “I wasn’t quite 
game enough to stay with the lead group”, 
he told us, “so I got into the second. It 
was a lot of fun seeing who could get 
into the Ferraris’ slipstream—me or Harry 
Schell or Masten Gregory. With predict- 
able blokes like Harry and Masten you 
could really argue it out at close quarters 
without anything to worry about”. 

Of course, if you were the worrying kind 
it might occur to you to wonder what 
would happen if, for instance, any vital 
chassis part broke up on the car you were 
closely tailing onto the towering North 
Curve at 130 per hour. Evidence of the 
“artificial weight” effect operating on this 
turn is discernible in photos showing the 
cars’ front wheels both canted simultane- 
ously to an angle indicating almost full 
spring deflection. Traditionally, Avus type 
racing is an American specialty, and 
Masten Gregory, the Cooper team’s U.S. 
member, upheld his country’s reputation 
by sticking his head out further than his 
Australian and New Zealand colleagues in 
attempts to offset the Ferraris’ superiority 
in flatout speed (Brooks, for Ferrari, won 
the faster heat at over 146 mph, you'll re- 
member). But McLaren, who didn’t have 
enough steam to head the Ferrari boys 
even momentarily, and therefore got no 
relief from the perilous slipstreamer’s role, 
left eyewitnesses in no doubt he has a tele- 
scopic neck too. 

His major scare of 1959, as it developed, 
was a vicarious one—in behalf of Jack 
Brabham at Lisbon, when he, Bruce, came 
on the scene of the big Brabham/Cabral 
drama and saw a cloud of dust settling on 
Jack’s wrecked and driverless car. 

Backtracking to the first 1959 Champion- 
ship qualifier, Monaco GP, we come up 
with fresh evidence in support of McLaren’s 
claim that during the first half of the 
season his main concern was keeping his 
car in one piece to ensure finishing his 
races. In this one, however, he perforcedly 
settled for not keeping it in one piece but 
finishing nonetheless. His Monaco place- 
ment, in case you’ve forgotten, was fifth, 
which, as there were no other finishers, 
was synonymous with last. But there was 
more merit in this performance than meets 
the eye, because for one thing his was the 
only works Cooper of sub-Fl displace- 
ment (2.2 liters to be exact); for another 
thing, although the fact didn’t emerge 
from the contemporary reports, in this 100- 
lap race he was smacked in the tail by 
Harry Schell’s BRM on the seventh lap and 
drove the rest with a broken rear wish- 
bone. The four who finished ahead of him 
(Brabham, Brooks, Trintignant, Phil Hill 
—Cooper, Ferrari, Cooper, Ferrari respec- 





tively) all had fullhouse 21% liter engines, 
and Bruce’s semi-crippled Cooper was 
a lap behind the Hill Ferrari at the end. 
(Talking of wishbones sends us side. 
tracking into parenthesis and onto the tech. 
ed’s preserve to elucidate a point concer. 
ing the Cooper backend layout. The 1959 
single seaters rang changes—varied accord. 
ing to the circuit—between single and dou. 
ble wishbones. It’s a prevalent fallacy that 
the latter were “better” than the former, 
Actually it was partly a matter of indi. 
vidual taste and partly, as implied above, 
a question of track characteristics. With 
single links the roll center comes about one 
inch above road level, with double links 
it’s between 3 and 4 inches off the ground, 
The double system is, as you’d expect, the 
more roll resistant, and the breakaway, 
when it starts, happens faster) . 
Apropos, the only time during 1959 that 
McLaren beat Brabham fair and square 
was at Teretonga, New Zealand, in Febru- 
ary, when the score was Mac-Brabham- 
Flockhart, the latter driving a BRM for the 
Owen stable. The connection with our 
wishbone lecturette is that Bruce’s Cooper 
was using the single link tackle and Jack’s 
the dual link. Personally we’d never have 
known this gave junior an advantage 
(Teretonga abounds in tight turns) if he 
hadn’t made a point of mentioning it. 
Reverting to the 1959 Championship 
series, the circumstances of McLaren's 
Rheims ride in the broiling Grand Prix 
d’Europe set a pattern that was to be re 
peated with elements of curious similarity 
in Britain’s grande epreuve at Aintree. At 
Rheims, after an electrifying last lap battle. 
Bruce was beaten for fourth place by one 
fifth of a second, losing to Olivier Gende- 
bien (Ferrari). Two weeks later, at Ain- 
tree, as we recalled before this story de- 
generated into chronological chaos, Bruce 
lost another frenetic last-lap duel by one 
solitary fifth, ceding second place to Moss 
and the British Racing Partnership’s BRM. 
Rheims, a tailormade Ferrari circuit, typ- 
ifies the sort of geography McLaren dis- 
likes most; though it would have been hard 
to name anybody, the successful Ferrari 
team included, who exactly enjoyed the 
ordeal by roasting they endured in the 
unprecedented temperatures that smote 
the Champagne countryside on July 3, 
1959. This incidentally was Bruce's first 
drive with a full 21% liter Climax at his 
back. For him, he recalls, it was a simple 
two-way choice between slipstreaming one 





_ or other of the Ferraris (involving shrap- 


neled facefulls of flying stones and almost 
unbearable heat, in there out of the draft), 
or voluntarily going off “tow” and at least 
enjoying a spell of air cooling and tempor- 
ary respite from the hail of flying granite. 

If the 1959 British summer had been 
average, weatherwise, instead of the dryest 
in living memory, McLaren would likely 
have won more races than he did win, for 
he’s good on a wet surface. To bring out 
the brilliant best in him, it takes a com- 
bination of a short, snaky circuit and wet 
conditions, as he demonstrated in April 
of last year in the rained-upon Martini 
Trophy meeting at Brands Hatch, England, 
where the lap distance is less than 14 
miles; driving a private entrant’s 2-liter 
sports Cooper Monaco, he won the only 
race he contested at the highest speed re- 


(Continued on page 78) 

















We cannot promise that you will win every race if you drive our Challenger Racing Karts . . . We can 
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HOW'S YOUR LEATHER? 


Put fresh color and soft texture 
back into your leather seats with 


MAGI-DYE 


AUTO LEATHER REFINISHER 
GENUINE FACTORY COLORS 
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tion for most import cars) 








So easy to apply ... simply brush or spray 
on. Will not crack nor rub off. Gives 
leather that “new look.” Satisfaction 
guaranteed. 
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Our new 1959 designs for 18 different cars 
feature a beautiful plastic foam headliner in a 
neutral shade of gray with sound deadening 
qualities. Also the recessed wrap-cround rear 
window is a copyright feature of all Plasticon 
hard tops. 

AUSTIN HEALEY (ALL MODELS) 
PORSCHE SPEEDSTER — MERCEDES 190SL 
CORVETTE — 1954-59 ALFA ROMEO 
JAGUAR ROADSTERS — JAGUAR XK150 
M.G. (A) (TD) (TF) — TRIUMPH (ALL MODELS) 
'54-'57 T. BIRDS 
AUSTIN HEALEY SPRITE — FIAT 1200 
IS THE NEW ADDITION TO THE 
PLASTICON LINE OF TOPS. 


LIGHT WEIGHT WITH MAXIMUM REAR WINDOW 
VISION. WRITE FOR FREE BROCHURE. 


Sliding side panels available for all cars 
DEALER INQUIRIES INVITED. 


PLASTICON INC. 


9721 Klingerman St. El Monte, Calif. Gilbert 4-0519 
country’s largest mfg. of fibre glass tops 
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turned in an 1l-event program. A couple 
of weeks later, again in the wet, he placed 
second to Maurice Trintignant in the F2 
Pau GP in south-west France. The Pau 
course, only 1.7 miles around, is one of the 
few surviving street-corners circuits. This 
Pau dice, incidentally, underscored the 
mercurial facet of McLaren’s tempera- 
ment: in the early stages he was catching 
up on Trint at the rate of 5 seconds per 





j lap, then he spun out without hurt or 


or damage and thereafter was lapping 6 
seconds per lap slower. If there were any 
lipreaders on the sidelines they probably 
caught the words “Hell, what’s all this 
effort in aid off?”. 

That Brands Hatch caper on the Cooper 
Monaco was Bruce’s only effective drive on 
sports cars during ’59. He’d had an am- 
bition to compete at Le Mans and, as co- 
driver to Jim Russell (Cooper), he got 
his wish to the extent of about a two-hour 
stint. Then Russell crashed the car and it 
burnt out. In the TT at Goodwood, Mc- 
Laren was partnered with Brabham but 
Jack blew up before junior’s turn to take 
over came around. 

Within the limitations of the Morris 
Minor 1000 he’s been using for personal 
transportation in England, Bruce enjoys 
his street driving and covers ground with 
a rapidity belying 58 cubic inches. Weeks 
before Jaguar launched their new 3.8 liter 
Mk. 11 sedan, he’d ordered one, complete 
to triple carb ‘S’ spec, and it has now been 
shipped to Auckland for joint use in N.Z. 
competition by Leslie McLaren and Bruce 
Leslie McLaren, father and son. By the 
time this story appears the latter will 
likely have had an opportunity for chron- 
ometrically testing his theory the 3.8 will 
outaccelerate anything on wheels in N.Z. 
Four wheels anyway. 

“In deep and awful channel runs, the 
sympathy ‘twixt sires and sons”, and the 
two generations of racing McLarens could 
be cited to prove Tennyson right. Mac 
senior, who is president of the New Zea- 
land Racing Drivers’ Club, gave his kid a 
foretaste of the joys of motorsport before 
he was old enough to hold a driver's li- 
cence. As a schoolboy in his low teens, 
Bruce was navigating and timekeeping for 
his father in North Island trials and ral- 
lies on a Ford V8 sedan, and between them 
they won their country’s reliability trials 
championship. As soon as Bruce reached 
licenceable age (16), the deep and awful 
channel yielded a hopped up Ulster Aus- 
tin Seven, and on this one he served an 
instructive apprenticeship in varied com- 
petition—driving tests, gymkhanas, hill- 
climbs. Sometimes sire would drive against 
son in the same meet, each taking it in 
turn to cram his tail into the Ulster’s exi- 
guous bucket seat. 

Later a made-over 1172 Ford replaced 
the Austin, and later again, in 55, the two- 
man Scuderia McLaren treated itself to the 
first Austin-Healey 100 to be imported into 
New Zealand. Restrictions on modifying 
sports cars being lenient in N.Z., the Mc- 


Larens had their Healey compressioned 
sky high and running on alcohol. In an 
attempt on the national class D kilomete; 
record it clocked a respectable 132 mph, 
The fact that it didn’t succumb to stresses 
undreamed of in Warwick and Long. 
bridge philosophy may be ascribable to the 
Maori tikki—sort of a lucky charm—that 
Bruce always carried on his person and 
still does. 

In March of 1957, when he was nineteen 
and some, McLaren bought his stepping 
stone to big time racing, viz., a sports 
Cooper with a 114-liter single cam Climax 
engine. He’d planned to go steady with this 
one (which Jack Brabham had sold him); 
but Temptation, again in the person of 
Brabham, loomed up once more, dangling 
two full race Coopers before the boy's 
impressionable eyes—1700 and 2-liter Cli- 
max jobs. On the seventeen-hundred, 
Bruce contested his country’s international 
race series and placed second to the ex- 
perienced and regionally famed Ross Jen- 
sen (250F Maserati) in the New Zealand 
drivers’ championship. 

With this success behind him, and Brab- 
ham’s vote of confidence as makeweight, 
there couldn’t really be much doubt which 
way the verdict should go when the New 
Zealand Internation. Grand Prix Associ- 
ation debated the who-shall-we-send-to- 
Europe issue. McLaren it was, and if 
they’ve ever regretted their decision they 
must be remarkably hard to please. él 
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inches in the 114-liter version. Although 
the exhaust valve head diameters have 
also been increased with the growth of the 
engine, the port, which is of rectangular 
form at the joint face, has remained un- 
changed. Experience has shown that it’s of 
the right proportion in the larger engine, 
but was too large for the 114-liter, and 
extra power could undoubtedly be ob- 
tained by increasing the exhaust velocity 
in this latter unit. 

Some qualification is perhaps necessary 
in the power outputs. For example, the 
maximum power achieved on the latest 
2l4-liter engine is 239 bhp at 6750 rpm. 


- In comparison with the claims of B.R.M. 


with 280 bhp and Ferrari with 290 bhp, 
this may not seem very good. The figures 
given by Climax are sustained readings on 
the test bed, while many others are sus- 
pected of being a flash reading recorded 
by a swing of the needle. Peak powers, 
however, are not the be-all and end-all of 
winning motor races. Fat torque over a 
wide range is equally important, and in 
the case of the Climax units seems to be 
particularly good judging from race results. 

The main features of the engine can be 
observed from the cutaway drawing and 
cross-section reproduced. From these it will 
be seen that the valves are operated di- 
rectly with inverted tappets, the clearance 
being adjusted with an individually ground 
cap on the top of each stem. The tappet 
blocks are separate components cast in 
magnesium alloy with a bolted-in cast-iron 
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guide for each tappet. Ten studs, provid- 


the head to the crankcase. In addition 
there are four studs on the water gallery 
side, nutted from below to avoid the pos- 
sibility of a water leak on this side where 
the joint face is rather wide. The ten 
main studs are anchored low down in the 
crankcase to avoid local distortion at the 
joint face, and at the same time provide a 
high degree of elasticity. 

During the growth of the engine the 
cylinder centers have remained unchanged 
at 4.175 inches. With the increases in bore 
size this has meant that the top land form- 
ing the fire joint has been successively de- 
creased, as also have the water spaces 
around the liners. The stages of bore size 
enlargement have been from 3.0 inches for 
the V8, 3.20 inches for the 1475 cc, 3.40 
inches for the 1960 cc, 3.50 inches for the 
9903 cc, and 3.70 inches for the 2495 cc. 
Strokes to match these have been 2.675 
inches, 2.80 inches, 3.30 inches and 3.50 
inches for the last two, respectively. 

To overcome the problem of a fire joint 
with the narrowest land of the 3.70-inch 
bore there is a laminated metal fire ring on 
top of each liner, with a narrow shoulder 
holding it in place, as shown in the cross- 
section drawing. Ihe reduced water spaces 
round the liners are probably an advan- 
tage because the smaller areas result in a 
higher “scrubbing action” to pass the same 
volume of water. 

One of the changes made in this year’s 
214-liter engine is a lower positioning of 
the gear-driven water pump. In the V8 
engine this was driven from one of the 





ing in effect four studs per cylinder, secure 


idling spur gears in the cylinder head and 
this was retained in the transition to a 
four-cylinder unit. This position presented 
certain installation problems, arising from 
its relatively high position in the four- 
cylinder units, and it is now driven from 
one of the intermediate gears in the crank- 
case train. Each cylinder is surrounded by 
a circular water jacket fed by bleed holes 
from the main gallery on the exhaust side 
of the crankcase. The main coolant flow 
is vertically upwards through the head, 
across the exhaust seats, valve guides and 
spark plugs to the take-off on the inside 
of the head on the induction side. 

There are five main bearings with split 
caps and it is in this region of the engine 
that the main changes have taken place 
with the successive enlargements, although 
the nominal sizes of the bearings have re- 
mained unchanged. As in the V8 all the 
mains are 2.5 inches in diameter and one 
inch wide, being of metal-backed lead- 
bronze type. The big-ends are 2.125 inches 
by 0.875 inch—0.125 inch wider than in 
the V8 unit. 

In the original 114-liter design the main 
bearing caps were orthodox aluminum 
castings and the crankshaft had balance 
weights equivalent to approximately 70 
per cent of the reciprocating mass on the 
two webs adjacent to the center main and 
on the two outermost ones. As the bores 
and strokes were progressively increased 
these integral balance weights were insuf- 
ficient, causing the loads on the center 
main bearing to become excessive. In fact 
this became the Achilles heel of the en- 
gine, and if the rpm limitations were not 


observed it was possible to punch the com- 
plete center main bearing panel out of the 
casting. The solution took two forms. Steel 
main bearing caps were used and each 
was braced into the crankcase casting by 
two 5/16-inch diameter transverse studs. 
At the same time, arc-shaped weights of 
G.E.C. heavy metal — a Wolfram alloy 
having the density of lead and strength 
of mild steel—were recessed in and bolted 
to the existing balance weights to increase 
their mass. 

The big-end journals are counterbored 
with large diameter holes from each side 
to reduce the rotating mass and also to 
form effective sludge traps. There are oil- 
way drillings between consecutive crank- 
pins which provide an end-to-end feed 
through the crank, minimizing the possi- 
bility of oil failure. To aid the bottom-end 
stiffness the crankcase is of barrel form 
and heavily ribbed externally. In the orig- 
inal 114-liter version there was a web in 
the form of a catena arch between each 
main bearing panel to increase vertical 
stiffness, but as the stroke was successively 
increased this had to disappear, and as 
far as one can judge it had little effect on 
distortion. 

The unusual arrangement of the oil 
pumps serves a twofold purpose. Three 
pumps of equal capacity are placed low 
down in the shaHow sump so that they're 
always flooded to minimize aeration. As 
the engine is designed to operate on the 
dry-sump principle there’s a_ separate 
scavenge pump for the front and rear por- 
tions of the sump to collect oil effectively 


(Continued on page 80) 
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mer braking and accelerating condi- 
tions. Between them is the single pressure 
pump, the three being mounted in line 
immediately below the main bearings. 
They're driven from the auxiliary timing 
gears by quill-splined driving sleeves. The 
layout has the advantage of adding to 
crankcase rigidity, for each of the pump 
bodies is mounted in a saddle housing 
straddling a main bearing. All oilways 
are drilled passages. 

Brief examination of the cutaway draw- 
ing may give the impression that the oil 
pumps are driven at a speed considerably 
faster than the crankshaft. They actually 
operate at 0.57 times crankshaft speed, 
the large gear on the crankshaft being an 
idler on the outside of the main gear 
which is driven from the first stage in the 
gear train. 

Cast-aluminum pistons have been used 
throughout the development. On the orig- 
inal V8 and 11,4-liter two pressure-backed 
Dykes compression rings, chrome-plated 
on their working surfaces, were used in 
conjunction with an oil control ring, all 
placed above the wrist pin. The latest 
arrangement is to use a Dykes ring in the 
top land and a plain compression ring in 
the second one. 

Naturally a considerable range of com- 
pression ratios has been tried with the 
various combinations of cylinder capacity 
and fuels. They range from 10.0 to | with 
the original 114-liter to 12.4 to 1 for the 
two-liter; the current 214-liter operates at 
11.9 to 1. Higher compression ratios have 
been used experimentally with alcohol 
fuels, but these engines have only been 
used for special Free Formula races. 

Many people thought that when the use 
of alcohol mixtures was banned in favor 
of hydrocarbon fuels engine performance 
would suffer, but, in fact, aviation gas with 
a P.N. of 100-130 seems to have little effect 
in limiting output. In the Climax range 
the only basic change which had to be 
made to suit this fuel was the use of nimo- 
nic 80 steels for the valves. These fuels 
have also permitted a saving in weight on 
the cars, which has been reflected in in- 
creasing average speeds on every circuit as 
a result of a smaller change in handling 
characteristics between full and empty 
tanks. It is not surprising, therefore, that 
in addition to giving very good power, 
the Climax engines also record fuel con- 
sumptions at least equal to many produc- 
tion cars. On the latest 21,4-liter the best 
specific fuel consumption is 0.49 pt/bhp/ 
hr at 5000 rpm, increasing to 0.61 at maxi- 
mum power. 

In the early stages of development and 
racing of this range of engines, twin-throat 
S.U. carburetors were used for all the sub- 
214-liter sizes, and at certain points in 
the rpm range they delivered more power 
than the more popular Webers. Initially 
there was some difficulty in getting the 
S.U.’s to pick up cleanly when the throttle 
was banged open coming out of a corner, 
but this deficiency was overcome. Since the 
only available bore is 134 inches, the S.U.’s 





couldn’t be used for the larger 21/-litey 
engine. 

In any engine with a wide oper “_ 
speed range, particularly when large 
valves, ports and carburetors are used in 
conjunction with wide valve timings, the 
main problem is to avoid ‘hollow backs’ in 
the torque curve. These can be moved 
around and reduced to a certain extent by 
tuning on the intake and exhaust sides, 
but there are limits. 

It is in this sphere that fuel injection 
has definite advantages when compared 
with carburetors, although the merits of 
each are equal in terms of maximum 
power. The advantages obtained from fuel 
injection were seen when comparing the 
performance of a 114-liter Cooper-Borg- 
ward with a Climax-engined counterpart, 
The Borgward could pull away noticeably 
on corners, although it had no edge in 
maximum speed. The next stage in the 
development of these Climax engines will 
undoubtedly be directed toward the use of 
fuel injection. 

It would appear that this range of four. 
cylinder engines is reaching the peak of 
development, but there is still more work 
to be done on the 114-liter version, which 
has been somewhat neglected because of 
pressure of work on the present Formula | 
unit. Furthermore, the lessons learned on 
the four-cylinder unit could be applied 
directly to the original V8 without much 
weight penalty. In its original form, ready 
for installation, this unit weighed 340 
pounds. The 114-liter turned the scales at 
255 pounds, which has grown to 290 
pounds for the 214-liter version which, in- 
cidentally, is almost exactly the same as 
the B.R.M. four-cylinder unit's weight. 

It seems certain that whatever line of 
development is taken between the four- 
cylinder and V8 for the 1960 season, Brit- 
ish constructors have a very sound and 
reliable power unit to ward off the chal- 
lenge from Continental rivals. The credit 
for these achievements must be accorded 
to Mr. Leonard Lee, chairman and manag- 
ing director of Coventry Climax, and his 
sound chief engineer, Walter Hassan, 
whose fame in the racing business was 
firmly established 30 years ago. —hm 
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would leave no eyes for the road. The usual 
answer is to provide a system of governors 
that sense compressor discharge pressure 
and rpm —these are then calibrated to 
prevent any overheating or overspeeding 
under any likely operating conditions, 
both during acceleration and steady run- 
ning. The driver merely resets the gov- 
ernor limits. 


ADVANTAGES AND DISADVANTAGES 

We've already discussed the beautiful 
power curve of a g.t. engine. This is a 
vital advantage in almost any kind of 
racing. There have been many instances 
where five or ten horsepower at some 
point in the speed range have meant the 
difference between first and second place. 
But don’t take my word for it. 
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Leonard Williams, an engineer at the 
Boeing Airplane Co., did a very clever SAE 
paper a couple of years ago comparing the 
performance of the Boeing Model 502 g.t. 
engine with a 270-cubic inch Offenhauser 
in a typical Indianapolis race car. Some of 
his calculated performance graphs are 
shown here. He assumes 330 bhp for the 
Offy and 300 bhp for the Boeing g.t., and a 
weight advantage of 325 pounds for the 
g.t. car. Note the advantage in torque of 
the g.t. coming out of the turns, which 
more than compensates for the difference 
of 30 bhp at the end of the straightaway. 
When everything is considered Williams 
figures the g.t. car would gain .25 second 
and 65 feet of distance on the Offy-pow- 
ered car on each main straight—or about 
6 seconds per lap! He sounds very con- 
vincing. (Of course the latest Offy engines 
are pulling in the 375-400 bhp range, but 
we presumably have more powerful tur- 
bines now, too. Also, any racing man will 
tell you that acceleration off the turns is 
more important to lap speed than 3 or 4 
mph peak speed on the straight.) 

This theoretical power curve advantage 
of the g.t. engine over a piston type is 
further substantiated by experience with 
the previously-mentioned SAC project car 
with the Boeing engine. This was an early 
Model 502 engine, developing about 195 
bhp, mounted in a Kurtis 3000 car that 
ran in the 1952 Indianapolis race. (The 
car had been bought by Firestone for tire 
experiments, and loaned for the SAC proj- 
ect.) It weighed a little over 1500 pounds 
dry with the turbine installed. At the 1955 
NHRA national championship drags at 
Great Bend, Kansas, the combo turned a 
quarter-mile e.t. of 13.4 seconds and a 
terminal speed of 107 mph at the finish 
line. Now this would be just about what a 
hot rod or sports car of similar weight/ 
power ratio would turn... but only with a 
three or four-speed transmission. The g.t. 
used only one gear forward, coming off 
the line like a shot by revving the engine 
up with the brakes locked—and there was 
hardly a whisper of wheelspin. It was a 
beautiful demonstration of the potential of 
the g.t. competition car. And I believe it 
proved quite convincingly that the unique 
power curve of a g.t. engine is worth two 
or three gear changes against a piston- 
type engine of the same maximum bhp. 
The traction benefit of the static torque 
feature, where you don’t have to engage a 
hairy friction clutch and feather off the 
line, was also demonstrated. It’s just like 
taking off with a fluid-drive transmission. 

The other vital advantage of a g.t. en- 
gine, as far as racing is concerned, is small 
size and weight in relation to power pro- 
duced. The “SACFireboid” weighed about 
300 pounds less with the Boeing g.t. than 
with the original Offy powerplant. Not 
only is the engine itself lighter, but you 
save the weight of radiator and cooling 
system, and the gearbox can be made 
smaller and lighter (you would need only 
a reverse box in many applications.) And 
we've barely scratched the surface ‘in 
“hopping up” the basic g.t. engine prin- 
ciple. The Boeing 502 was essentially a 
commercial design, built for long life, 
economy and economical production. Spe- 
cial racing g.t.’s, with high compression 
Tatios, high turbine temperatures — but 
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probably not bulky regenerators—could be 
built to weigh well under a third of a 
pound per horsepower! This could lead to 
complete race cars weighing around two 
pounds per horsepower. 

How about disadvantages? Plenty of 
them, I fear. The big one, as you've prob- 
ably surmised, is cost. Not only are the 
necessary high-temperature materials 
costly — some of them running over $3.00 
per pound — but fabricating techniques 
with these materials are complex, time- 
consuming and very expensive. You don’t 
stamp out high-performance g.t. engines 
like popcorn. The only two U.S. engines 
in the 300-bhp range that are commer- 
cially available, the Boeing 502 and Alli- 
son 250, cost in the $10,000-$15,000 range. 
These are only being produced in experi- 
mental quantities now, and volume pro- 
duction would undoubtedly bring the 
cost down, but 300-horse, 100-pound g.t. 
engines at prices less than $1,000 just 
aren't in the cards now. 

Further, this isn’t the kind of engine 
you build in a basement workshop. The 
present state of the art is crude, so a tre- 
mendous amount of skilled engineering is 
required to lay out a design that will run 
for even 10 minutes without blowing up. 
Even a capable specialty builder like 
Ferrari might be hard put to turn out a 
competitive g.t. engine. I look for the first 
out-and-out racing g.t. engine to come 
from a big outfit like Mercedes-Benz. How- 
ever it is entirely possible that a U.S. com- 
mercial producer like Boeing or Allison 
might loan an engine to some capable pri- 
vate party or racing organization for se- 
rious experimental purposes. Much could 
be learned, but it would be expensive. In 
fact, we have heard just the whisper of a 
rumor about an Allison being used in this 
way... 

Then there are operational disadvan- 
tages with a g.t. engine. Chief among these 
is the problem of engine acceleration. The 
compressor and turbine here have a con- 
siderable amount of rotating inertia, or 
flywheel effect, and the assembly won't 
jump up through its full speed range in a 
second when you “wing” the throttle like 
a piston engine will. And since the com- 
pressor has to be up to full rpm before the 
power turbine can put out much torque, 
the effect multiplies itself to mar the 
throttle response and acceleration of the 
car. The Boeing 502 requires a full three 
seconds to accelerate itself from idle to 
full speed with open throttle. One way to 
solve this that has been tried successfully 
is to put some form of waste gate between 
the compressor turbine and power turbine. 
The hot combustion gas can be dumped 
overboard when you get off the throttle— 
allowing the compressor to continue at 
full speed. Then you have instant torque 
available by just closing the waste gate. 
Hard on fuel consumption, but a possi- 
bility for racing. 

Speaking of fuel consumption brings up 


another serious disadvantage of the gt. 
engine for long-distance races. It’s a fair 
glutton for fuel. Specific consumption of a 
high-efficiency racing design without re- 
generator would probably run between .70 
and 1.0 pound per hour. This means that 
a 300-bhp engine, working hard on a tight 
80-mph course, might show about two 
miles per gallon with the waste gate fea- 
ture for acceleration. For a 100-mile race 
this would increase the fuel load perhaps 
230 pounds over an equivalent 300-bhp car 
with an alcohol-burning piston engine 
(5 mpg). Efficient exhaust regeneration 
could double the mileage of the g.t. car, 
but weight and bulk would be problems. 
(Regenerators designed up to now have 
been pretty big.) The waste gate wastes 
fuel, but seems necessary because of the 
acceleration problem. Right now I fear 
fuel consumption will remain a big prob- 
lem on near-future g.t. race Cars, except 
for short sprint races. 

Another bug is the lack of any appreci- 
able overrun braking with a g.t. engine. 
The power turbine just windmills when 
you close the throttle, so there is very 
little extra drag on the car. This means 
extra loading on the brakes, as compared 
with a piston-engined car that can be 
downshifted and which utilizes engine 
inertia for braking. It could be a killing 
disadvantage on tight courses like Sebring. 
Several solutions have been tried. Perhaps 
the best is the method used in the Boeing- 
Kenworth turbo truck experiments in 1950. 
They put a planetary gear in the drive line 
that would cause the drive wheels to rotate 
the power turbine in reverse, against the 
normal gas flow. This gave a high drag 
torque on the power turbine, and the 
energy absorbed was beautifully dissipated 
to the atmosphere through the exhaust. 
Furthermore the braking effect could be 
increased by merely feeding more fuel. 
The drag horsepower at full throttle and 
rpm was 400—or over twice the normal out- 
put of the engine! Another trick is to put 
a clutch between the compressor and power 
turbines, so the rear wheels can be made 
to drive the compressor on the overrun; 
when the fuel is cut off this gives a good 
braking effect—though not as much as the 
reverse-turbine system. Anyway, I don't 
think we need be concerned with this 
problem at all. 

Other problems? None of them too im- 
portant. Obvious problems like reliability, 


.cockpit ventilation, exhausting huge quan- 


tities of hot gas, etc. can be solved by re- 
search and development. They’re small 
compared to the basic bugs like high cost 
and fuel consumption. Even classification 
would be a problem in racing. Some dis- 
cussions have suggested limiting the area 
of the air inlet orifice. This would force 
development of compressors, turbine tem- 
perature characteristics, regenerators—and 
sounds like a good idea from here. A fuel 
consumption limit might make things in- 
teresting. All these problems will require 
a lot of thought and time. 

But the gas turbine type of powerplant 
would be a wonderful bet for auto racing. 
It would be good for performance, good for 
the spectators, good for the enthusiasts— 
and the technical development could start 
a revolution in the whole field of road 


transportation. rh 
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proposition, about 114 seconds being re- 
quired for the engine speed to be pulled 
down and the second gear selected, but 
some forward momentum is retained by 
' the momentary engagement of the top 

gear clutch. When the shift is accom- 
plished there’s a mild “clunk,” more no- 
ticeable at moderate throttle openings 
but never so obtrusive as the action of 
Chrysler's old hydraulically-shifted M-6 
transmission. 

Once second has been engaged the drive 
is perfectly solid once again until time 
comes for top to be selected; this can be 
anywhere from about 22 to 50 mph, de- 
pending on the accelerator position again. 
his time there’s just a brief hesitation as 
the clutches “pass the baton” and go into 
direct high gear. 
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On a closed 


throttle, downshifts into 
second and first will take place at speeds 
of 16 and 6 mph respectively. On full 
throttle, demanding acceleration, Easidrive 
will “kickdown” to these ratios at road 
speeds of up to about 38 and 15 mph. All 
downshifts take place very quickly indeed. 

A “2” position on the control quadrant 
will hold the Easidrive in second gear 
| indefinitely, and is thus useful in making 
downshifts to second for braking. More 
| out of sheer necessity than anything else, 
this transmission shows unusual intelli- 
gence in making this downward change. 
lo bring the cogs to the right speeds to 
allow second gear to be engaged, the en- 
gine has to be speeded up, which is more 
than the average car driver realizes. Easi- 
drive does it with a special “blip” solenoid 
which briefly jogs the throttle for that pur- 
} pose, then closes it instantly to provide 
( braking. This feature alone makes this one 
} of the “smartest” automatics SCI has ever 
encountered. 

In driving the Hillman in urban traffic 
one soon discovers that there’s an awkward 
point around 25-30 mph where Easidrive 
» can’t make up its mind between second 
and high. In these conditions it simplifies 

matters to select “2” and leave it there un- 
lil you either emerge into the open or 
come to a halt. The Hillman will start up 
again in second, with excessive slip in the 
clutch and a writhing movement which 
indicates its built-in desire to shift from 
first to second, but the practice is nol 
fecommended as it shortens the service life 
of the powder (which is likely to be as 
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This is your year to take the track by 
storm. This is the kart engineered to 
match your driving skill... built to meet 
every competitive trick in the book. 
This is a wish come true... this is your 
dream on wheels. 


THESE ARE THE FEATURES THAT 
MAKE ALL SUPER “K” SERIES 
KARTS TOP CONTENDERS! 


e@ Stainless steel “live” rear axle mounted 
in self-aligning and precision high-speed 
bearings. 
e Six-inch internal expanding brake. Sensi- 
tive, quick-acting, smooth control, easily 
adjusted. 


e Six-inch aircraft-magnesium drive wheels. 
Five-inch aircraft-magnesium front wheels 


~ with New Departure sealed bearings. 


e Two-gallon fuel tank of heavy-duty alumi- 
num construction. Fewer pit stops. 














YOU! 


@ Aluminum axle sprocket, clutches, headers, 


racing slicks and full upholstery are all 
standard equipment. 


e@ Full choice of motors: McCollough MC-10’s, 


West Bend 580’s and 700’s, Power Products 
AH-81’'s or Clinton E-65’s, single or twins. 


@ Special Formula “K” Racing Frame—jig 


welded, 100% perfect alignment. 
Available only as completely factory-built 


models—ready to run. Precision assembly. 


WRITE FOR YOUR CATALOG NOW! 


illustrates and describes over 30 different 
models and a complete line of accessories. 
Send 25¢ to cover postage and handling. 





DEALERS: Get complete ‘information 
on the hottest kart line in the field. 
Protected territories, complete litera- 
ture, ad mats and other selling helps. 
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Now... a brand new BUGATTI 35-C! 
New car from Molsheim? No, but the 
only 1/43 scale Bugatti 35-C in existence! 
One of eight exotic finished metal minia- 
tures from France, and exclusive with us! 


Price $1.75 each or 3 for $5.00. 


easereteue "pum sou 
New York 22, N.Y. 


Bouton vis-a-vis 1900 * De Dion Cab 
1900 * Lion-Peugeot 1908 © Citroen 
SHP ¢ Bugatti 35-C 








SPEED—MG-—SPEED 


Fit an H.R.G._DERRINGTON 4 port light 
alloy cylinder head for the maximum increase of 
power to your M.G.-A. and get equal perform- 
ance to the Twin-cam M.G.-A. Fits all “B’ series 
B.M.C. engines, Magnette, Riley 1.5, Metro- 
politan, Wolseley, Oxford, new A.55. 
Complete head Kit $180. 
Plus valve spring assembly $210. 
Packing and post free. 
Speed equipment for new British and several 
Continental makes. 
LIGHT ALLOY HEADS. 
MULTI CARBURETTER UNITS. 
SPECIAL RACING CAMSHAFTS. 


Vv. W. DERRINGTON LTD. 


London Rd., Kingston-on-Thames, England. 
The Originator of Sports and Speed Equipment 
in 1920. Suppliers to all the leading Racing Car 
Manufacturers. 
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Personalize Your Car With 


Foreign 
plates 


Imported English plates: 
Jaguar, XK 140, XK 150, 
Triumph, Austin, MG-A, 
Mercedes Benz, etc.; any 
combination of 6 letters 
or numbers. Raised Sil- 
ver Aluminum letters, 
black background. 
8.98 ppd. 
Oval identification plates custom made with your 
'BS] initials; raised 3 dimensional anodized rust- 
proof aluminum letters; 7x5 black background; 
2 letters $4.95—3 letters 5.95 ppd. 


Car i rom all the 
_JS SZ. World 


Plaques kts 
i 
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Dress up your car! Brilliant true color reproductions 
in hard fired jewelers enamel and bronze. Over 100 


different models of foreign cities and countries: USA, 
England, France, Germany, Italy, Sweden, London, 
Paris, Switzerland, New York, California, etc. Easily 
mounted on Bonnet, Grill, boot, wings, badge bars; 
254x314” 5.95 ppd. 





Imported 
Key Fobs 


Genuine luxurious top grain 
leathers mounted with 
beautiful jewelers enamel car 
insignia crests: MG 

Austin Healey ¢ Sprite ¢ 
Jaguar ¢ Volkswagen ° 
Corvette « Thunderbird « 
Fiat e Hillman ¢ Morris 

e Renault ¢ English Ford 

® Mercedes @ Porsche ¢ 

TR 3 e Alfa Romeo ¢ Austin 
e Saab e Rambler ¢ Volvo 
e Simca ¢ Citroen ¢ Lark 

e Peugeot e All sports 

& foreign cars....1.50 ppd. 

Send for listings—name your car. Dealers invited. 


ace & Rally Accessories 
285 Jay St., Brooklyn 1, N. Y. MAin 5-3346 




















FOR IMPORTED CARS 


Tailored & Washable Corduroy Terrycloth 
VW, MGA, TF... 2 front seats.,..11.95 9.95 





VW back seat 11.95 9.95 
VW SET (front & back seats)............ 21.90 17.90 
PORSCHE, GHIA... 2 front seats 13.95 11.95 
MG-TD, TR’s, HEALEY, IAT 

1100 & 609, SIMCA ELYSEE, 

RENAULT DAUPHINE, VOLVO 

(Terrycloth only). ..2 front seats.............. 9.95 
MERCEDES 190SL, 220, JAGUAR 

XK-120-140 AT.95 





Specify MAKE, MODEL, YEAR CAR, COLOR IN 
TERRY: Blue, Silver, Charcoal, Red, Beige, Kelly 
Green, Maize. IN CORDUROY: Red, Blue, Silver, 
Toast, Charcoal, Camel. 

Postpaid if remittance accompanies order. California 
residents add 4% tax. (Dealer inquiries invited) 


Edith’s Seat Covers, P.O. Box 1221, Bakersfield, Calif. 














WANTED! 


Sports cars, equipment or accessories! 
Over 147,000 buyers of SPORTS CARS 
ILLUSTRATED are always in the market 
for a good used car or equipment buy. So 
if you have something to sell, let SCI readers 
know about it in our classified columns. 


It costs very little: just 35c a word, including 
name and address. Minimum message: 10 
words. For further information, write: 


Martin Lincoln 


SPORTS CARS ILLUSTRATED 
One Park Avenue New York 16, New York 
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Easidrive 





* 
Ca from page 83 


Ss 

much as 60,000 miles or, as Smiths say a 
bit pessimistically, it “will outlive the 
engine”) . If you happen to select “2” by 
mistake or deliberately at rest, Easidrive 
will start out in low and then shift to 
second as usual. 

By now it will be obvious that this is a 
very sophisticated apparatus that offers the 
skilled driver many interesting and useful 
tools while eliminating all of the drudgery. 
It does this with a simple basic machine 
allied with an electrical control system 
that is frankly complicated. Its main ele- 
ments, found under the hood, are a gear- 
box-driven governor and a “control unit” 
which interprets the various signals reach- 
ing it from the governor and selector lever. 
These are the elements most fragile and 
thus most susceptible to failure, a chance 
that is minimized by the experience ap- 
plied by the aircraft equipment branch of 
the Smiths company. When necessary, any 
servicing of the governor, control unit or 
similar basic components will be done by 
an exchange of sealed assemblies. Any 
tampering with the seals by the car owner 
will void the guarantee—a protection 
against altering of the shift speed settings, 
among other things. 

The way Easidrive is controlled is the 
feature that sets it apart from most auto- 
matics, which depend on hydraulic torque 
converters. The torque multiplication and 
slippage that take place within a converter 
depend on the velocity and direction of 
the fluid that’s also transmitting the 
power. No such fleeting factors govern the 
Smiths transmission. The ratio in use and 
the slippage allowed are determined ex- 
ternally, within tolerances no sloppier than 
the loosest joint in the throttle linkage. 
The result is a gearbox that is just as 
efficient as a manual unit in over-the-road 
use, Causing no mentionable drop in mile- 
age or loss in performance under those 
conditions. Around town, the Easidrive’s 
eagerness to select a lower gear does ap- 
pear to increase fuel consumption by 
about 10 percent—a modest price for such 
convenience, on a car of a displacement 
thought impossibly small for an auto- 
matic transmission a handful of years ago. 

Much of SCI’s test of the Easidrive Hill- 
man was carried out in stop-and-go town 
driving, often in the evening with lights 
on and the heater blower working in 
wintry weather. Under these circum- 
stances’ it was more disappointing than 
surprising that the Hillman had to be 
started with its very convenient crank on 
the last morning of the test. It’s difficult 
to say whether, as Rootes technicians sug- 
gest, the heavy current drain under these 
driving conditions could be counterbal- 
anced by a change in voltage regulator 
setting. Hillman wouldn't be the first over- 
seas manufacturer to find that its standard 
generator was outpaced by the American 
penchant for extensive use of accessories— 
now aggravated by an electrically-operated 
transmission. Perhaps the alternator will 
offer a solution. 


Usually the Hillman’s willing engine 
started promptly, the hand choke being 
needed only briefly until the car gets under 
way. Compared to earlier Hillmans power 
and torque have both been increased by 
changes in manifolding and carburetion, 
and the resulting performance is well up 
to the demands of U. S. traffic. The same 
applies to the car’s cruising speed, which 
is comfortably in the 60 to 65 mph range, 
Faster speeds can be maintained but at 
the expense of a “busy” feel and sound, 
Brakes have also been improved by an in. 
crease in size for 1960, and are entirely up 
to the performance of the car. An espe- 
cially good Rootes feature is the pull-up 
handbrake placed at the left of the bench- 
type front seat where it’s out of the way 
yet can be firmly applied. 

Easidrive makes this Hillman ideal for 
around-town driving, but unfortunately 
the handling moves slightly in the op: 
posite direction. With 58 percent of the 
weight on the front wheels the car under- 
steers strongly to start with, and to boot 
its steering, though quick, is surprisingly 
heavy in action for a car of this size. Nor 
is the turning circle very small. These are 
built-in disadvantages that may be amelio- 
rated but not eliminated by adjustments 
in tire pressures. 

As usual in a Rootes product the stand- 
ard of interior design and trim is un- 
usually high. All dials and controls are 
concentrated on a centrally-placed dash 
panel, which carries a near-accurate speed- 
ometer closest to the driver. Spreading be- 
low the dash is a deep package shelf which 
is extremely handy, especially for odd 
change for tolls. New this year is a more 
lavish seat cushioning which is comfort- 
able enough in itself, but its fore-and-aft 
adjustment range leaves a great deal to be 
desired. For anyone of any height at all 
it is impossible to sit comfortably in the 
seat of this car. If the seat were allowed 
to move three more inches to the rear 
(dealers are equipped to modify the tracks 
somewhat) it would make all the differ. 
ence in the world. Of course rear seat leg 
room would be more limited under these 
circumstances, but the thoughtful driver 
can always slide his seat forward a bit 
when he’s carrying more than two people. 
Never poor, the forward view has been 
improved by increasing the windshield 
area and slimming down the corner posts. 

With a wide and spacious rear seal, 
ample head room and a roomy trunk en- 
cased in styling that’s contemporary con- 
ventional, the new Hillman is a_ highly 
practical family automobile. It bears mom 
and the kids over the road with a ride 
that’s generally good but can be prone to 
choppiness on bumps of the wrong fre 
quency. The car SCI tested boasted De 
Luxe trim, for which the basic price is 
$1875 at a coastal port of entry. For pric 
ing, Rootes will be looking to the Hillman 
Special, with more modest detailing which 
brings its base price to $1735. The East 
drive automatic will sell for $199 extra 
(considerably less than the surcharge in 
England, by the way), which, along with 
a $60 heater, will allow an automatic 
equipped Hillman to go on the market for 
$1994-—just under the magic $2000 figure. 
This promises to be a very attractive prop: 
osition indeed. 

—scl 
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: from page 68 


quarter full the W125 has a power-to- 
weight ratio of 3.1 pounds per horse- 
power and the massive power plant 
marches up the scale like no other Grand 
Prize engine ever built. At 1500 rpm it 
produces 170 horsepower, at 2000 rpm 
248, at 3000 rpm 406, and 525 at a mere 
4000 rpm. Peak power of 646 hp is reached 
at 5800 rpm. Or, roughly, the same urge 
encapsuled in 17 Volkswagens. Naturally, 
the straight between the banked and hair- 
pin turns is much too short to unleash this 
sort of power. In any case I stayed in third 
gear as I approached my predetermined 
cutoff point. I braked hard for the cobble- 
stone paved hairpin and received a shock. 





I'd say that the rate of deceleration rough- 
ly corresponded to that required by law, 
but no more. I could see the look on Uh- 
lenhaut’s face if I had to go back and tell 


‘him that I had bent a classic and irre- 
| placeable car. With this in mind, I 


hustled back into second and then down 
into first. While all this was going on we 
arrived at the entrance to the curve. I 


' found, much to my surprise, that I was 


able to get through the corner. Not with 
any degree of elegance—the tail seemed 


| to have a mind of its own—but at least we 


came out the other side all in one piece, 
and roughly pointed in the right direction. 
[he reason for my difficulty was not 


hard to understand. When the W125 was 


» built, heat-resistant brake linings were 
> unknown, and those that were used had to 


be as hard as possible to give them enough 
life for racing use. Such hard linings— 
ued without servo in the W125—require 
colossally high pedal pressures. Like all 
pre-war racing cars, this W125 used all of 
a driver's physical strength. 

The next car—in chionological order— 
was the three-liter V12 W163. This suc- 


| cessor to the W125 had 25 percent less 


horsepower—480—but an ability to turn 
much better lap times. Better roadholding, 
more driver comfort, and slightly better 
brakes are all responsible for the im- 
proved lap speeds of the W163. This 1939 
GP car represents the beginning of the 
modern school of racing engine design at 
Daimler-Benz. (Continued on page 86) 











BE YOUR 





HEATHKIT IA-1A 
Kit Model $5935 


HEATHKIT W-IA-1A 
Wired Model $999 








OWN IGNITION 
TUNE-UP SPECIALIST! 


NEW HEATHKIT IGNITION ANALYZER 
NOW IN WIRED OR KIT FORM 
¢ CHECKS IGNITION PARTS WITHOUT REMOVAL 


¢ COSTS A FRACTION OF COMPARABLE INSTRUMENTS 


Plug the new Heathkit Ignition Analyzer into the near- 
est AC outlet, clip on the test cable leads and watch 
entire engine ignition system perform on the “scope” 


screen. 


Shows condition of coil, condenser, points, plugs and 
ignition wiring; detects breaker point bounce and facil- 
itates dwell-time setting. Displays complete engine cycle 


or just one cylinder at a time. A switch selects eith 


er 


primary or secondary circuit patterns; or alternately, 
provides choice of “parade” or “superimposed” sec- 
ondary patterns. Works with any internal combustion 
engine with coil ignition and accessible breaker points. 
Can be used with car in motion and under load when 


powered by an appropriate DC-AC inverter. 
Put a top quality Heathkit Ignition Analyzer to wo 


rk 


for you today...whether you order the assembled 
model or easy-to-build kit, you’ll save important dollars 


and get better ignition tune-ups. 


Send for your Free Heathkit Catalog, or see 
your nearest authorized Heathkit dealer. 


® 
HEATHKIT 


[| )) a subsidiary of Daystrom, Inc 











HEATH COMPANY 
> a subsidiary of Daystrom, Inc. 
Benton Harbor 26, Michigan 


NAME en 





ADDRESS. 





CITY. = | | ee 





Note: All prices and specifications subject to change without 
| notice. Prices net, F.O.B. Benton Harbor, Michigan. 
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+ e" you like noise, buy a 
STIMCA with a radio 


There’s no doubt about it. Front engine SIMCAs are much 
quieter than rear-engined import economy cars. And do you 
know any other car which delivers with deluxe : 
interior, 4-speed transmission, and the heritage 

of 14 world’s endurance records, for only *1698*? 








IMFORTED FROM PARIS BY CHRYSLER 
THE WORLD'S MOST LUXURIOUS ECONOMY CAR 


SIMGA 


*P.O.E. East & Gulf Coasts. Optional equipment, inland freight and local taxes extra. 





AUTO TOP LIFT FOR ALL HARDTOPS 


Remove, store, install in MFG. CLOSE OUT SALE 
seconds ...... ppd. $9.95 TONNEAU COVERS-all colors, Plastic Leather 
at lia were $39.95—Sale $9.95 (hardware $1.95 extra) 
#2 Corvette-T-Bird CONV. TOPS—Were $79.50—Sale $24.95 

only. While they last—State 2nd color choice, yr. and car. 
NAME CAR. 24 pages ea. 25% with order. Balance C.O.D. or send check. We 


pay postage. 
James Auto Specialties RITE FIT AUTO COVERS 
Box 151M 


; ‘ st Ave., N. Y. 35, N. Y. 
Pasadena, Calif. oe ee . 













































windwings from $16.95 
sunvisors from $6.95 
floor carpets from $14.95 
tonneau covers from $19.95 
the grille guards from $12.95 


° * . ‘ luggage racks from $22.95 
discriminating roof racks $29.95 


Car ski racks $22.95 to $26.95 


for MGA MGTD MGTF 
Healey-100, 100-6 
Jaguar, Triumph 
Mercedes 190SL 
Porsche, Sprite 

Alfa Romeo, Berkley 
& all imported sedans 


AMERICAN CARRY- 

PRODUCTS CO. INC. 

13148 Raymer St. 

North Hollywood, Calif. 
ME? dealer inquiries invited 

SEE YOUR DEALER OR’ WRITE FOR OUR FREE CATALOG. PLEASE SPECIFY CAR. 


iN CANADA: Custom Sports Car Accessories, 42 Lombard St., Toronto 1, Ontario 


Le SS 0000 Se 
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The V12 engine with four overhead cam. 
shafts and two-stage blowers delivers 
maximum power at 7800 rpm. The drive 
to the two compressors alone devours 15) 
bhp or 32 percent of the engine output, 
and the valve timing overlaps are so large 
that little power is available below 4500 
rpm. Compared to the 5.6-liter monster 
the W163 feels like a civilized and cul- 
tivated car. In spite of being more sen. 
sitive than the “fat one” it is easier and 
more agreeable to drive. 

From the five-speed box, which like all 
racing car transmissions of its time wasn't 
synchronized, I needed only the lower 
four on the test track. It proved necessary 
to take the hairpin in first gear. At a speed 
higher than 35 or 45 (racing cars have 
no speedometer) the stiffly-sprung car can't 
be held on the cobblestone surface, and 
with the Niirburgring gear ratios 45 in 
second gear corresponds to only 3200 rpm 
—at which speed the engine only spits and 
oils its plugs. The acceleration of the 3- 
liter car is substantially inferior to that of 
the 5.6-liter. When you accelerate full out 
in second gear there isn’t this over- 
whelming force like the steam catapult of 
a carrier plane, but it completely satisfied 
my humble tastes. Moreover, second gear 
suffices (according to the ratio table) to 
102, third to 130, fourth to 150 and fifth 
to the region of 185 mph. 

This 3-liter V12 of Mercedes, which in 
1939 won no fewer than seven Grand Prizes, 
was a great experience. Its high-revving 
engine which takes hold solidly from 4500 
rpm on up, its easily shifted gearbox and 
already mentioned smooth roadholding all 
supply an impression of great safety. 

At an earlier opportunity I had already 
driven this car as well as the 5.6-liter and 
the strength-defying Grandma of 1914 on 
the wet skid pad, and thus had a preview 
of what awaited me. Completely new on 
the other hand was my introduction to 
the legendary 114-liter V8 of 1939, which 
was built in a few months by Daimler-Benz 
for the Tripoli Race, for which a 11,-liter 
formula had been announced at the last 
minute (SCI, August, 1959). Two cars 
went to the start; two cars driven by Lang 
and Caracciola won the event, at that time 
the fastest in the world, ahead of the en- 
tire Italian and British opposition. 

The two cars suffered a checquered fate 
after the war, during which they were 
brought to safety in Switzerland and after 
which they were confiscated as enemy 
property. In any case the Daimler-Beni 
AG succeeded in buying back one of the 
cars and restoring it to status quo. 

It was unusually impressive for all those 
taking part as the racing mechanics filled 
the tank of their pet, fitted it with cold 
plugs and applied the starter: the engine 
turned over a couple of times, caught, and 
then ran on all eight without spitting oF 
missing—the first time in twenty yeals 
and just as easily as if it had last run am 
hour ago. (Continued on page 88) 



























WHAT DO YOU WANT TO KNOW 
ABOUT BUYING A SPORTS CAR? 


How fast will the new Triumph go? 
What’s the braking effi- 
ciency of the new Jaguar? 


You’ll 
find out in 
the 1960 


SPORTS CARS ILLUSTRATED DIRECTORY! 
On Sale 
Soon! 





Whether you’re in the market for a new or used sports car—or interested in comparing the one you have with 
those on the market—you’ll find the new 1960 Sports Cars ILLUSTRATED DrtREcTORY indispensable. 


It’s exactly what you’re looking for...four giant sections ...new, special features. It brings automotive 
aficionados everywhere the world’s most comprehensive guide to sports and touring cars. 


* ROAD TESTS GALORE: Complete, all-new e COMPLETE BUYERS GUIDE: Gives you data 
section on both sports and touring cars. and specifications on everything from Abarths to 
Here are just a few of the many you'll find in the Volvos—actually checks out every car on the 
1960 Sports Cars ILLUSTRATED DirRECTORY: market for you! 
Sports Cars: Abarth-Fiat; Austin-Healy 3000; e TIRE CATALOGUE: Complete listing of all 
Ferrari 250 GT; Berlinetta Coupe; Maserati available foreign and domestic tires fitting all 
3500 GT; MGA 1600; Corvette; and others. foreign cars! 
Touring Cars: Special 3-Car Comparison e SERVICE DIRECTORY: Giant section listing 
Test: Ford Anglia Vs. Volkswagen Vs. every foreign car dealer by state—complete guide 
Renault Dauphine. Plus: Austin A-40; to service and sales! 


Rambler; Lark Sedan VI; Lark Station 


Wagon VIII; many others. Reserve your copy of the 1960 Sports Cars 


ILLUSTRATED Directory today! On sale soon at 
your favorite newsstand—or order by handy 
coupon below now! 













1980 SPORTS CARS ).vsrnsreo 
Ziff-Davis Publishing Company 
DIRECTORY Department SC 360 
434 S. Wabash Avenue 
Chicago 5, Illinois 


Please send me a copy of the 1960 Sports Cars ILLUSTRATED DIRECTORY. : 
I enclose $1.00, the cost of the Directory, plus 10¢ to cover mailing and handling 
charges. (Canada and Foreign, $1.25 plus 10¢ postage.) 


Name 
Address 
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6 NEW WORLD RECORDS ! 
ON PLATINUM 
PLUGS 








MG GOES 254.91 
M.P.H. ON LODGE 


THE 

WORLD'S 
GREATEST 
SPARK PLUG 


Like the diamond needle in a phonograph, 
the Lodge Platinum point plug lasts 5 times 
longer than average plugs! Absolutely 
eliminates fouling and extends over twice 
the heat range. Exclusive thin-line electrodes 
operate more efficiently, delivering more 
power, better performance and up to 25% in- 
crease in gas mileage. Get the complete 
story from your nearest Lodge dealer. 





7711 Melrose Avenue, Dept. SP6, Los Angeles 46, Cal. 





REUPHOLSTER with a BRUSH! 


Renew dull, faded, worn 
leather or Vinyl plastic up- 
RAM(@OTE ES 
Bay 
a, ee 


holstery. Car, plane or boat 
seats, headliners, side- 
panels will look new in any 
color. Redesign, customize 
Restores — Colors new interiors. You can 
Protects Leather, change color too! Easily, 
gr te: applied brush or spray. 
RamCote Flexible Finishes 
(not a paint) impregnates 
leather or Vinyl plastic up- 
holstery. Won’t chip or 
peel. Fadeproof—waterproof. 
Write for free information, 
color chart, and dealer loca- 
tion. Winner of Motor Trend 
Seal of Approval. 
RAMCOTE, 1141 W. 69 St. 
Chicago 21, Ill. Dept. sc 3. 








NEW! Attention MGA & SPRITE OWNERS 


PANOB'S 
DRAFTLESS- 
VENT 
WINDOWS 
GIVE YEAR- 
ROUND 
COMFORT! 
Adjusts & Locks—any posifion © Makes sliding windows obsolete 
© Perfect NO-DRAFT ventilation control 
© Mounting brackets adjust for variation in cars 
Available in pairs or single windows 
MGA ... $45.00 pair $25.00 each 
SPRITE . . $40.00 pair $23.00 each 
F.0.B. Port Chester, N. Y. 
Satisfaction guaranteed or money back. 
PANOB CORP., 49 Beech St., Port Chester, N. Y. 
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Weighing barely 1300 pounds and hav- 
ing the wheelbase of a VW, this little car 
was sheer pleasure to drive. Although it 
revs very high—8500 rpm—and is very sen- 
sitive, it’s easy and very safe to handle, 
and everything happened so easily that I 
had no feeling of having 270 bhp in front 
of me. Even a part-time enthusiast can 
drive it comparatively fast because it feels 
secure and doesn’t lead you into situations 
where very expensive mistakes can be 
made. 

But easier still to drive—much easier 
than a VW and much safer to boot—is the 
last in the series: the W196, with which 
Fangio twice won the World Champion- 
ship for Mercedes-Benz. This car can be 
driven in the manner customary today, 
with arms outstretched; it has effective 
brakes, a fully synchronized gearbox, direct 
and yet light steering, and above all a way 
of tracking and a neutral cornering char- 
acteristic that make it a completely equable 
car that forgives almost every error. With 
direct injection and positively-closed valves 
the 214-liter eight-cylinder engine has as 
good as no power below 5000 rpm; much 
more than the supercharged engines it 
must always be kept between 5000 and 
7500 rpm by shifting diligently—only 
then will it be seen in its best light. Earlier 
I had always thought that driving a mod- 
ern Grand Prize car would demand very 
special abilities—especially if you moved it 
along relatively slowly. The opposite is the 
case: any half-way talented driver who is 
accustomed to the speeds of modern Grand 
Touring cars can drive the Mercedes 
W196 fast and safely, doubtless safer even 
than in his Grand Touring car at the same 
lap times. I'd like to put it this way: any- 
one who can reach the very good time of 
11 minutes with a Porsche Carrera on the 
Niirburgring will be able to reach the once- 
incredible time of 10 minutes in the W196, 
without great difficulty. 

Differences between drivers only crop 
up at very fast lap times, which begin to 
show just who has real ability. In other 
words: he who can turn a Niirburgring lap 
in ten minutes without difficulty in a car 
like the 1955 Mercedes-Benz GP machine 
is doubtless an excellent automobile driver. 
In a field of 15 Grand Prize pilots with cars 
having power similar to the W196 he would 
nevertheless be, by a long way, the last, the 
tail-ender, and a kind of comic figure for 
the spectators—so great, once again, is the 
difference between excellent and first-class 
drivers. 

I don’t know how a Ferrari or Maserati 
of 1955 felt to drive. In any case the Mer- 
cedes, with which Fangio and Moss easily 
ruled the race courses at that time, had 
from the beginning all the characteristics 
of complete good nature and very easy 
serviceability that allowed the ace drivers 
to concentrate completely on subtracting 
those fractions of a second. And this, it 
seems to me, is the most engineers can do 
to create the right conditions for victory. 
—huw 





American 


Grand Prize 





from page 35 


used the same venturi and carburetor size 
of the larger cars, though in accord with 
its lower operating speeds it was equipped 
with larger ram tubes. These necessitated 
a higher hood bulge. Phil Hill was the 
first Ferrari driver to retire his car, its 
clutch apparently not able to deal with 
the increased lower-end power of the single 
cam engine. Cliff Allison’s car retired for 
the same reason, though it was powered 
by a conventional twin cam Dino of full 








2.5-liter capacity. 

Rob Walker (member of the well-known 
Walker whiskey clan and owner of both 
Trintignant and Stirling Moss’s cars) had 
allowed Stirling to fit coil springs to the 
rear of his Cooper. In Walker’s own words, 
“If there had been an iron bar across 
the rear end, Stirling would have made 
the car go equally as well!” The new rear 
suspension had been tried out on the spur 
of the moment late in the Fall back in 
England; Stirling liked its feel, then 
proved it by bettering the Goodwood lap 
record. Wire wheels at the rear, and the 
Colotti five speed transmission were the 
only other major differences between the 
Walker cars and the works cars of Brabham 
and McLaren. 

World Champion Brabham had initially 
practiced in the car that McLaren won 
the race with. This Cooper had experi- 
mental suspension settings that were being 
tried out for 1960 but not liking the feel 
of the car and lacking adequate time to 
set it right, Bruce and Jack exchanged. 
Even more interesting is the fact that 
McLaren had not even expected to race al 
Sebring, for when I spoke with him last 
October in England (as he_ vigorously 
“gunked-off” his Cooper-Climax in_ the 
Surbiton shop) he remarked that he was 
expected in New Zealand for Christmas 
and intended to participate in the Jan- 
uary Grand Prize there. As it turned out 
Masten Gregory's injuries failed to heal 
in time to enable him to drive at Sebring 
and Bruce replaced him. 

Attracting great interest at Sebring was 
the Leader Card 1.7-liter midget, piloted 
by Rodger Ward. Unfortunately, the 
greater part of the two practice sessions 
was spent getting this car to run properly 
on av gas. The several times that it did 
appear on the circuit, it was obvious that 
the few modifications to the chassis t 
suit it better to road racing were worth: 
while. Surprisingly stable and __ getting 
through many of the corners as fast as (if 
some cases faster) much of the field. The 
red and white Offy differed from normal 
midgets in having its engine fitted several 
inches farther forward in the chassis 4 
well as having a supplementary 2 speed 
transmission installed. This meant thal 
actually there were two 2-speed units, one 
behind the engine and the other in unl 
with the final drive gears. But these altera 
tions could never possibly make up for the 
displacement gap between the perky mid: 
get and her overseas competitors. She jus! 
wasn’t fast enough. Rodger Ward deserv® 
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credit for his spirit and enthusiasm — it 

was great to see him at Sebring and let's 

hope it won't be the last time out for an 

Offy-engined car. 

The Lotus effort was no different from 
previous attempts during the 1959 season. 
Circlip breakage in the transmission was 
the root of the trouble according to Alan 
Stacey. Locked in top gear, Innes Ireland's 
car was able to finish thanks to the sintered 
lining clutch while Stacey was not so 
fortunate. 

The Tec-Mec, the space-frame Con- 
naught, de Tomaso’s neat looking Cooper- 
Osca and Harry Blanchard’s RSK_ with 
center driving position completed the 
varied field of cars. SCCA stalwart Harry 
Blanchard has reason to be pleased with 
himself. Not everyone can finish in the 
first seven of a Formula | event. The 
Connaught with Bob Said driving drew 
many interested onlookers. This was the 
first racing appearance of the space-framed 
car that was under construction back when 
Connaught decided to cease building and 
racing cars. They never sold this one, 
which embodies many novel design fea- 
tures like a telescoping de Dion tube and 
servo-operated Lockheed disc brakes. 

Paul Emery at one point got it running 
well enough for Said to turn a 3/27.3 prac- 
tice lap. The Tec Mec, on the other hand, 
never was driven quick enough to show up 
any defects. The only time we know of it 
actually being driven fast was at Modena 
lat summer when Jo Bonnier took it 
around the Autodromo for a quick one. 
His comments were not too favorable. He 
complained of, among other things, a 
flexing chassis. 

Latest changes in the list of finishing 
positions transposed Von Trips in Ferrari 
No. 4and Innes Ireland in the works Lotus. 
Von Trips was moved to the sixth spot 
because of International Race Regulation 
No. 26 which states: ‘““That cars be classi- 
fied according to the complete number of 
laps covered, but if a car takes more than 
three times that of the fastest lap during 
the race to complete its last lap, the latter 
cannot be taken into consideration when 
computing the distance covered by the 
car involved.” —jla 

First Grand Prize of the United States 
Official Results: 

- Bruce McLaren (Cooper-Climax) 2 hrs., 
12 minutes, 35.7 seconds, average speed: 
98.83 mph. 

2. Maurice Trintignant (Cooper-Climax) 
2:12:36.6 

3. Tony Brooks (Ferrari) 2:12:15:36.6 


1. Jack Brabham (Cooper-Climax) 
2:17:53.9 
3. Innes Ireland (Lotus) 2:15:49.4 
6. Wolfgang von Trips (Ferrari) 2:12:42.0 
i. Harry Blanchard (Porsche RSK) 
2:16:34.2 
Fastest lap: Trintignant (Cooper-Climax) 
405.0” 101.13 mph (161.80 kph) 
The best overall training times for the 
frst American Grand Prize: 


Stirling Moss, (Cooper-Climax) 3’00 

Jack Brabham (Cooper-Climax) 3'03.0 
Tony Brooks (Ferrari) 3'05.9 
Maurice lrintignant (Cooper) 3'06.0 
Wolfgang von Trips (Ferrari) 3'06.2 
Cliff Allison (Ferrari) 306.8 
Phil Hill (Ferrari) 3'07.2 

















Innes Ireland (Lotus) 3/08.2 
Bruce McLaren (Cooper-Climax) 3'08.6 
Roy Salvadori (Cooper-Maserati) 3/12.0 
Starting Grid 
Moss Brabham Schell 
Brooks Trintignant 
rips Allison Hill 
Ireland McLaren 
Salvadori Stacey Said 
de ‘Tomaso Constantine 
Blanchard D'orey Ward 
Man 
Who Made 
Tomorrow 
Come 
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Versuchs-Werkstatten (WVW). Using Wan- 
kel’s sealing systems, the DVL was able to 
get a rotating-disc-valve motor running. 
Back at the WVW, Wanket set up appara- 
tus for testing sealing parts for a cylindrical 
rotary valve, under high temperatures 
and at sliding speeds of near 1000 feet per 
second. The first aircraft engine with such 
a valve went on the test stand in 1940. 

Investigations in rotor engines with axes 
both parallel and at right angles occupied 
Wankel’s time in 1938, and in 1939 he de- 
veloped a method of cooling the pistons 
in an aircraft engine. A year after the 
expansion of the WVW in 1942, collabora- 
tion began -with Daimler-Benz in the con- 
struction of aircraft engines with cylin- 
drical rotary valves, and mass production 
of Wankel’s sliding seals began. These 
engines were installed in aircraft and 
proven to be practical in 1944, leading to 
joint contracts between the DVL and 
WVW and such firms as Auto Union, 


~Hanomag and NSU. When the war ended, 


contracts with Daimler-Benz and with Bor- 
sig had been added. 

As part of his relatively private experi- 
ments toward a rotor engine, Felix Wankel 
had built an adjustable rotary compressor 
in 1944. All this work was abruptly halted 
in 1945 when the French occupation forces 
destroyed the WVW and imprisoned Wan- 
kel until 1946, when he bounced back 
with undiminished zeal, constructing work- 
shops in his former home. 

When I visited him some time ago in 
his newly equipped studio for technical 
development at Lindau, he spread out 
some tiny steel sealing strips before me, 
carefully packed in plexiglas sheets like 
bacteriological cultures. On seeing these, 
I was confirmed in my belief that the at- 
mosphere of his parental home had fos- 
tered in him a feeling for biology. Only 
a man who can recognize modes of “life” 
in machines which obey biological laws 
would be able to classify the countless 
possible systems of rotor engines according 
to type and family. In this way he re- 
sembles the naturalist Linné to whom we 
owe the classification of all kinds of plants 
and animals. 

Through the system Wankel set up in 
1947 — the first time this had been grasped 
by one man—he discovered additional 
new types of engines and was also able 

(Continued on page 90) 
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to eliminate those which seemed _ tech- 
nically impractical. 

With this, the net drew tighter. The 
rotor engine project became known to 
the NSU factory, which since 1951 had 
been interested in Wankel’s rotary valve 
knowledge and its application to motor- 
cycle engines. His plans were also known 
by Borsig in Berlin, who had given Wanke! 
a contract for the development of a rotary 
compressor, and by the Goetz piston ring 
factory in Burscheid, with whom Wankel 
also collaborated. Through its research 
director, Dr. Froede, NSU ventured into 
the rotor engine project with Wankel in 
1953. Although NSU temporarily withdrew 
from the project, work began once more 
in earnest in January 1954, encouraged 
by Wankel’s latest proposals. 

It will be the year 1954 that’s entered 
in the textbooks of physics in reference 
to the development of a “more logical” 
engine. Among the types of rotor engines 
known to him, Wankel discovered, on 
Saturday, March 5th, a housing form which 
promised a sufficiently large working cham- 
ber which could expand and contract con- 
tinuously with the help of a “rotor” cir- 
culating within. (The general shape of 
both the housing and the rotor are de- 
scribed in full in SCI, February, 1960 — 
Ed.). On the following day Wankel made 
position drawings for each phase of the 
movement of the triangular rotor, wonder- 
ing anxiously whether a four-cycle sequence 
would be possible. When he was able to 
prove, by Tuesday, March 8th, that the 
rotor was able to perform compression 
continuously, Wankel knew that he was 
on the right track. The next tests — again 
carried out on the drawing table — con- 
cerned the no less important question of 
whether this remarkable rotor would also 
be able to control the entry and exit of 
the gases in sufficiently large quantity. 
Whether, in other words, the engine could 
“four-cycle” without any complicated valve 
machinery. A workable rotor engine had 
to stand or fall on this decisive point. 

I have seen these original phase drawings 
and found, sketched with thin pencil lines, 
his first proposals for the intake and ex- 
haust passages. First of all, as Wankel 
described it to me, a few guesses were put 
on paper. But the drawings made in the 
next days and weeks showed what Wankel 
and his engineers had found: this system 
followed the four-cycle sequence perfectly. 
This was the decisive point. The lower 
right-hand side of the drawing bore the 
date of April 13th, 1954. A working rotary 
engine had been discovered, even if its 
components revolved only in the form of 
paper discs on an ingeniously-conceived 
testing device. 

The speeds of the rotor and of the ro- 
tating housing surrounding it are in the 
proportion of two to three in this early 
engine, which meant that the relative 
speed between them was not excessive and 
would allow reasonable velocities for the 
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very critical sealing components. In this 
original engine the outer rotor, or rotating 
housing, was the power-producing com- 
ponent. As could be seen on the construc- 
tion drawings that took shape soon after- 
ward, the fuel-air mixture was led to the 
housing through the rotor’s hollow shaft. 
It flowed from openings in the shaft sides 
through channels in the walls of the hous- 
ing into the momentarily half-moon- 
shaped working chamber. This particular 
path for the mixture was conceived by 
Dipl.-Ing. Hoeppner, the chief designer 
in Wankel’s technical workshop. On each 
face of its triangular body, the inner 
rotor carried a special spark plug which 
received ignition current through the hol- 
low shaft from a contact rail. The exhaust 
gases slipped away into the open through 
a port in the rotating housing. 

After Prof. Baier of the Stuttgart Tech- 
nical High School mathematically de- 
scribed the curves of the rotor and housing 
(as epitrochoid) to facilitate the construc- 
tion of a cam grinding machine, this en- 
gine was built in Neckarsulm. After inter- 
mediate investigations with models, and 
pump or supercharger versions, the first 
rotor engine went on the test stand on 
February Ist, 1957. At the first starting 
attempt the engine fired spasmodically. 
After the carburetor was adjusted a run 
of several minutes could be made during 
which a measure of output was possible. 
A rival to the piston engine had arrived; 
logic had overcome tradition. 

Further experimental engines were built 
in 1957 with better cooling and sealing, 
with a chamber size (we can no longer say 
displacement”) of about 125 cc. It was 
possible to develop 29 bhp at 17,000: rpm 
and to run continuously for as long as 100 
hours. Soon thereafter, by a “kinematic 
conversion”, NSU transformed this ro- 
tating-piston engine into a circulating- 
piston design while retaining all the exist- 
ing component shapes. This new version 
is the one currently being developed both 
by NSU and Curtiss-Wright, and is the 
variant described in SCI last month. Great 
simplification was effected by making the 
housing stationary and only allowing the 
rotor and its shaft to move about. Lu- 
bricating oil was now used to cool the rotor, 
while the housing was water-cooled. The 
engine could run either with pure gasoline 
or with the fuel-oil mixture with which 
the test runs were carried out. The latter 
took place a year later in a very promising 
manner, with engines of 125 and 250 cc. 

In the same year, 1958, Curtiss-Wright 
took out a license from NSU and Wankel 
and began to carry out a parallel develop- 
ment program. Impressed by the poten- 
tialities of this new prime mover, they 
halted all development on their own 
piston engines to apply their entire re- 
search staff to the new engine. It’s their 
goal to make the rotor engine usable in 
the range of small and medium power 
outputs in which neither the economy 
nor the weight of the turbine are satisfac- 
tory. Since Curtiss-Wright set out on this 
with incomparably larger resources of per- 
sonnel and finance, in less than a year 
it had obtained the same successes that had 
occupied several years of experimental 
time in Germany. It was also Curtiss- 
Wright that pressed to bring this project 


into the open, while those at NSU held 
back, hoping to be able to refer in the 
future to still more success. 

Seldom within a man’s life is there ap 
opportunity to investigate a really mean 
ingful new development like this one f 
I was fascinated by its history, but evey 
more by the man Felix Wankel, whog 
twinkling eyes behind thick-lensed glasses 
reveal a wry sense of humor. He merits 
being called a human being of the fines 
caliber as well as a researcher of the same 
class. I was similarly impressed by the am. 
bition of Dr. Froede and his staff. And you f 
will understand that after the first ride in § 
a car equipped with a rotor engine, I put F 
the calendar page of that day among thos 
important documents that every man pos- 
sesses. The car was an NSU Prinz but its 
engine was practically impossible to find, 
Its tiny circular housing, anchored to the 
end of the disembowelled Prinz crankcase, 2 
was smaller than the gearbox or the cool: 
ing equipment and barely visible below 
the generator and carburetor. Vibration, 
too familiar in the piston engine, could 
not be felt either at standstill or under 
way. Reminiscent of a powerful electric 
motor in its sound, the engine had a 
faultless idle and was connected to the 
normal gearbox — governed, of course, to 
a usable range of rpm. 

We can only guess at the eventual siz 
of the revolution now breaking out in the 
realm of the internal combustion engine. 
There can no longer be any doubt that 
there will be a revolution. The rotor en- 
gine set in motion on the test stand at 
Neckarsulm occupies one-fourth the space 
of a piston engine of comparable output. 
It is insensitive to speed, and since it has 
no unbalanced masses it is dead smooth. 
The rotor, moving like a planet in orbit 
within its housing, is the only cir 
culating part. It is a four-cycle engine with 
the simplicity of a two-cycle, yet it can 
out-perform either with ease. It promises 
inordinately low manufacturing costs. In 
respect to specific output and fuel com 
sumption, it can already cope with the 
best piston engines that we have today. 

Furthermore, it seems that the new er 
gine is unusually insensitive to fuel qual: 
ity. In fact, while endeavoring to deter- 
mine this, BV Aral, a large German fuel 
company, had the greatest difficulty in pro- 
ducing a gasoline that was sufficiently poot. 
Wankel’s engine will digest knock-prone 
fuels with octane ratings as low as 40, @ 
fact that is not likely to be inconsequential 
to fuel manufacturers. 

Felix Wankel had the unique gift of 
being able to see an idea through to the 


end. The board of NSU had enough of f 


that rare commodity, pioneering spirit, (0 
grasp the idea. Judged against the 80-yea! 
development life of the piston engine, the 
NSU-Wankel power unit is running suc 
cessfully after an unbelievably short time. 
It appears to have an extraordinaril 
bright future. Like those in the past, this 
revolution too will evoke great upheavals 
battles, and counterattacks. The piston et 
gine stands by prescriptive right firmly, 
securely, and most reliably on its own (we 
feet. But these feet “go back and forth" 
The logic of circular motion—the funda: 
mental movement of the universe—is (00 
compelling. Z 
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Was Nice 
a from page 45 
Scrutineering on Wednesday — Monday 
and ‘Tuesday's activities are best left 
cloaked by the mists of time — brought 
to light a number of interesting cars. Three 
birdcage Maseratis having rear-end ratios 
and carburetor jets changed to enable the 
drivers to stay within the fat part of the 
power curve on slow corners. Carroll 
Shelby’s monster Maserati—complete with 
form-fitting driving seat upholstered to 
match Carroll’s Farmer Brown-type driv- 
ing overalls —up on four pylons for at- 
tention to the brakes. In practice this big, 
white Maserati seemed to be quite a hand- 
ful in the corners, albeit a blur on the 
straights. The transition from straight-line 
streak to corner-clinging sports racer 
seemed to demand all of Shelby’s not in- 
considerable talent. A Ferrari-Maserati 
from California—that state being the 
leader, we imagine, in unthought-of engine 
swaps — had its Maser engine completely 
out for a clutch replacement. Speed Week's 
one and only Scarab Mk III was sufficiently 
undressed in the hangar-garage area to 
enable one to examine the chassis work- 
manship. Only the Porsches had_ better 
finish and attention to detail. Some indica- 
tion of what Ferrari will field for sports 
car racing during 1960 was had by exam- 
ining the brand-new car entered by 
Ricardo Rodriguez. Externally similar to 
last year’s car, it was powered by a single- 





cam (one cam for each bank of three 
cylinders) V6 Dino engine. In practice, 
under Ricardo’s direction, the car went 
very well. It did not reach the starting line 
of the big race due to a blown gearbox; 
reports were that the cogs’ were mashed 
on the short trip from the garage area to 
the pits. Ah, those Latin mechanics! 

Naturally, the cars that created the most 
interest during inspection were the Tipo 
61 2.8-liter Maseratis. Nassau was to be 
their first major race, and everyone was 
curious as to just what they could and 
would do. One car was owned by Team 
Camoradi and had been driven in practice 
by Dan Gurney, Joachim Bonnier, and 
Carroll Shelby. The tall Texan drove the 
car on the big day after Gurney was felled 
by a Kart on Saturday night, and Bonnier 
elected to stay faithful to his Porsche. The 
second car was owned by Mike Garber, and 
piloted by Gaston Andrey, while the third 
machine was handled by owner-driver 
Loyal Katskee. The best Tipo 6] time was 
posted by Gurney — 2 minutes 57 seconds 
— which was very close to Moss’s top time 
of 2 minutes 56.5 seconds. On the big day 
one out of the three cars finished. Shelby’s 
car — reputed to have had 1000 miles of 
testing on it before the race — retired with 
a broken deDion tube, while Andrey on 
the 48th lap tangled with a slower car 
blowing a tire and punching a hole in his 
gas tank. A birdcage Maserati was in the 
lead for 30 of the 49 laps of the big race. 
This performance would seem to augur 
well for the Tipo 61’s future. 

Mandatory practice on Thursday gave 
this writer an opportunity to watch, for 
the first time, one of the world’s top prac- 





titioners of the art of road racing in action. 
Using the slightly long-in-the-tooth DBR 
2, Moss, without pushing, clocked times 
that proved his world standing beyond 
the shadow of a doubt. However, it was 
not so much what he did but how he did 
it that was impressive. One small incident 
might serve to prove our point. Moss was 
waved past by a Ferrari driver just before 
the Esso bend; both went through almost 
side by side at a good speed with the Aston 
accelerating away toward the end of the 
corner. At the point when things looked 
most hectic, Moss — very casually — waved 
a thank you to the driver of the other car. 
It was at a spot that required, for most 
drivers, both hands and both feet plus a 
little body English . .. a little like watching 
Yehudi Menuhin scratch his ear in the 
middle of Flight of the Bumble Bee. One 
other point. Moss borrowed Johnny 
Cuevas’s Porsche and after two or three 
laps turned a 2:60 — Johnny’s best — and 
he is several notches above the top am- 
ateurs —in the same car was 2:64 to 2:65. 

Friday saw the running of the Gov- 
ernor’s Trophy race. Run in two sections 
for over and under 2000 cc cars, the winner 
in the big car go was Moss in the Aston 
while Bob Holbert in an RSK Porsche 
won the small car feature. Three seconds 
behind Holbert was Ricardo Rodriguez 
in the new 2-liter Ferrari. As a shakedown 
cruise, it was pretty impressive. The next 
day's events—Bahamas Cup Awards — 
were devoted to more or less fun-type 
racing. There were two races for Nassau 
residents, two races for the ladies, an all- 
Porsche race, an all-Healey race, and an 


(Continued on page 92) 
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Showcase, Sports Cars Illustrated, One Park Avenue, New York 16, N.Y... 


. Or phone ORegon 9-7200, 














ee 





GOLIATH 
AN 46 


e } HP. 






4 
CYLINDERS 


THE hanaa STATION WAGON 
FOREIGN MOTOR 
DISTRIBUTORS CO. 


6700 ALLENTOWN BOULEVARD 
HARRISBURG, PENNSYLVANIA 


Dealers inquiries invited for N.Y., Penna., 
Delaware, Wash, D.C., Md., New England & Conn. 








MALCOLM KONNER 


OSD Hersgecrtes For. 
1960 CORVETTES 


230-245-270-275-315 H.P. 
AND SUPER CHARGED MODIFICATION 
Any special equipment. All colors. Also many fine 
used Corvettes and Foreign cars in stock. Fuel injec- 
tion specialists. Try our special sports car service. 
CALL OR SEE BOB WASSERMAN 
“America’s Leading Corvette Specialist’’ 


MALCOLM KONNER CHEVROLET 


473 Bloomfield Ave., Caldwell, N. J. 
CApital 6-6666 





Our SAABs are our salesmen 
Immediate, efficient service 
Complete stock of parts 


COLDSPRING ENTERPRISES, INC. 
800W Jericho Turnpike 
Huntington, L. 1., New York 


MYrtle 2-6465 

















ATLANTIC AUTO SALES, Inc. 
814 East Little Creek Rd. 
Norfolk, Va. 


Large inventory of all makes of 
foreign and sports cars. 


“Best service and parts operation 
in the world.” 





Demonstration ride on request. 
Call JU 3-0488 























SUBURBAN FOREIGN CAR SERVICE, INC. 
Distributors—LOTUS CARS 
Coventry Climax Parts 


Finest Selection of New & Used 
Racing Machines in East. 


ABINGTON, PENNA. 





TUrner 7-2113 






















THE 

“THOROUGHBRED <> 
OF 
AUTOMOBILES <r 


Jaguar owners feel they're in a class by 
themselves. Come in for a demonstration and 
find out why. 

JAGUAR MIDWEST DISTRIBUTORS, INC. 


2330 N. Meridian, Indianapolis, Ind. WA 5-3551 
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SOLEX 


CARBURETORS 
AND SERVICE 


Solex 

Carburetors 

are precision- 

: built to 

deliver the 

motorist the 

ultimate in 
high-efficiency 
carburetion. Be 

sure to get genuine Solex 
Carburetors and genuine Solex 
parts; made expressly for 
Solex equipped 


imported automobiles. 


Do not accept 
any substitutes. 


PN ad, fo] my 


CORPORATION 


Warsaw, Indiana 
Exclusive Distributors in the United States 











— 
CAR CLUB 


BADGES 


MADE TO 
ORDER! 


“solid Brass 
“Baked 
Finishes 

























designs 

produced 
in Europe. 
Any design, 
shape, color or 
quantity (10 to 
10,000). Prompt 
delivery. ‘‘Impos- 
sible’’ designs fabri- 
cated with ease. For 

estimate, send sketch or 
idea and approximate num- 
ber of badges you'll need to: 


CHARMANT IMPORTS 
Garden City 44, New York 











SCRATCH OUT 
RESTORES PLASTIC WINDOWS 


e Restores Transparency 

¢ Removes Surface Scratches 

e Cleans Stains and Film 
SCRATCH OUT works wonders on 
any plastic surface — side curtains, 
wind wings, rear windows, racing | 





Pi 


screens. | wager 
Half-pint can................ $2.00 postpaid (ile 4 
Satisfaction Guaranteed es 


Send cash, check or M.O. to Dept. M 
THE BUCKET SEAT Newyork is. N.Y. 
DEALER INQUIRIES INVITED 

















STAHLWILLE 
METRIC & WHITWORTH TOOLS 
LIGHTER STRONGER GUARANTEED 

SALESMEN WANTED, FULL AND 
PART-TIME. 
SOME DISTRIBUTOR AREAS OPEN 

LOUIS B. PIERLOT 
P. 0. BOX 346 INGLEWOOD 5, CALIF. 
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event for Ferraris only. James Coley, serv- 
ice manager for Caribbean Motors in Nas- 
sau, after winning all of his races for the 
day in a very decisive manner, impressed 
as a more than competent driver. This 
promise was more than fulfilled on Sunday 
when he won the residents-only race, and 
hung on grimly to Bob Grossman's Ferrari 
California for a second in the Nassau 
Memorial Trophy sprint. The all-Ferrari 
race turned up a gem of a battle between 
Phil Hill and Pedro Rodriguez. Pedro took 
the lead in the first lap, held it until the 
fourth when Hill took over. It was a classic 
example of youth trying to re-arrange the 
established order. 

Saturday night was listed as an evening 
of Kart racing. The only problem was that 
the feature ended at 2 a.m.—so that the 
billing should have read “an evening and 
morning of Kart racing.” Jim Yamane won 
the 100-lap feature on board his home- 
built Kart powered by two McCulloch en- 
gines. He and his wife flew from the 
West Coast with the Kart on board as 
excess baggage. Try that on your Porsche 
or MGA. Several of the top drivers had 
been billed to drive Karts. The only two 
that showed in working clothes were Eddie 
Sachs and Dan Gurney. Both should have 
forgotten about Karts. Sachs’ machine was 
powered with a Villiers motorcycle engine 
mounted between the driver’s knees. Me- 
chanical distemper prior to the start denied 
Eddie a ride. Dan Gurney had even worse 
luck. He started in one of the openers, 
became enmeshed in a haybale after the 
first few laps, and was on the way to the 
hospital shortly afterward. The compressed 
horse food hadn’t bothered Gurney or his 
Kart, but a competitor charging head down 
through the turn did. Dan — with his back 
to traffic — was lifting his machine out of 
the hay when he was kart-struck about the 
ankles. He went down like a badman in a 
TV western. His injuries — a cracked bone 
in the right foot and a bad cut — sidelined 
him for the big go on Sunday. If raced 
hard —and with $2000 worth of prize 
money in the offing that’s just what the 
boys were doing — Karts can be dangerous. 
As a suggestion: the Kart people should 
talk to some of the old midget track officials 
on how to run batches of high-powered 
cars on short tracks with a minimum of 
confusion and accidents. 

Up early on Sunday morning with Karts 
and Calypso still ringing in our ears, we 
made our way out to the Oakes Field course 
for the big go. Unknown to all present 
the result of the main race was decided 
long before the cars lined up for the Le 
Mans start. The Aston mechanics — with 
some help from neighboring pits — were 
practicing pit stops in order to get Stirling 
in and out during the race in the shortest 
possible time. During the rehearsal a zeal- 
ous helper managed to put a jack through 
the already repaired gas tank of the big 
green DB 4. Another, and of necessity even 
quicker repair than the first, was made. 


Moss’s grab for the $13,000 prize money, 
however, had been jerked out of reach by 
a mishandled jack. The lineup for the 
Le Mans start at 2:30 contained just about 
every type of sports-racing car manufac. 
tured. Ferrari, Porsche, Aston, Lotus, Elva, 
Maserati, Scarab, Sadler, Cooper, Lister, 
Bocar, Corvette, Austin-Healey, AC Bris. 
tol, OSCA, Fiat Abarth, and Deutsch 
Bonnet were all represented on the line, 
Drivers fidgeted as they stood separated 
by the width of the track from the cars 
that they loved, hated, or were indifferent 
to. The noise level at track side gradually 
dropped as the zero hour approached, 
When Dean Delamont, Secretary of the 
Royal Automobile Club, lowered the flag 
from the starters box high atop the Esso 
Bridge, the drivers’ feet could be heard 
scrambling and scratching for traction on 
the rough-surfaced track as they started the 





short sprint for their long fast ride. Within 
seconds doors began slamming, starters 
whining, and engines coughing and Spit- 
ting into nervous life. A surprising first 
away — considering that the fastest Le Mans 
sprinter in the business, Stirling Moss, 
was among those present — the blue Meis- 
terbrauser Scarab with Jim Jeffords at the 
wheel simply stormed under the bridge 
with gouts of smoke sprewing from its 
madly-spinning rear wheels. Fifty cars 
screamed their way into the first bend be- 
fore Moss, frustrated by a jammed starter 
switch, could get the big DBR 2/370 into 
action. At the end of the tenth lap Shelby 
in the birdcage Maserati was in the lead 
with Andrey in a sister car second trailed 
by Jeffords in the Scarab. At 20 laps the 
order was Shelby, Jeffords, and Andrey. 
After 30 circuits Shelby was still in the 
lead followed by Jeffords, Andrey, Con- 
stantine, and Moss. Stirling started to make 
his move on the 34th lap when he moved 
into the second spot. His oft-repaired As- 
ton withstood three laps of this all-out 
motoring before it gave up the ghost. 
George Constantine, running consistently 
just behind the leaders in the other Aston, 
was in a beautiful position to continue 
the attack. This he did until the checker 
confirmed his win of the sixth annual 
Nassau Trophy race. 

—ww 

NASSAU TROPHY RACE 

Driver Times Laps 
George Constantine, 


Aston Martin 9096.47 49 


Phil Hill, Ferrari 9127 49 
Bob Holbert, Porsche 9177 49 
Jack Brabham, Cooper 9186 49 
Joachim Bonnier, Porsche 9250 49 
Harry Blanchard, Porsche 9285 49 
Jim Jeffords, Scarab 9102 48 
Count Von Trips, Porsche 9142 48 
Alan Connell, Ferrari 9160 48 
R. K. Thompson 9181 48 
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Dodge Dart 
from page 39 





varies to suit the prospect, so does the 
engine output. The old definition of a 
sports Car as a Car which may be used for 
competition as well as for everyday mo- 
toring can possibly be used to justify call- 
ing the D-500 Dodge a “sports dragster.” 
For those particular customers, who as keen 
car-owners wield an extraordinary influ- 
ence on their less competitive neighbors, 
the D-500’s Ram Induction is a blessing in- 
deed. It gives an already hot engine with 
lots of top-end performance a new strength 
in the lower rpm range. This may presage 
a new horsepower race but the absence of 
any HP figures in the general publicity re- 
leases would indicate that the factory man- 
agement believes that hot engines are “out” 
with the general public. 

Ram-tuning has existed so long that our 
first reaction was simply, “Why didn’t we 
think of that?” Tuned intakes and ex- 
hausts are deservedly popular in the racing 
game; by selecting the appropriate length 
of manifolding, you get literally free horse- 
power at the corresponding rpm. 

Here’s how it works. When each intake 
valve Opens, a negative pressure wave 
speeds toward the carb intake. This is a 
pressure or sound wave, and doesn’t con- 
flict with the movement of gas and air into 
the cylinder. When it reaches the “‘atmos- 
phere,” in this case the large plenum cham- 
ber under the carburetors, a positive pres- 
sure wave echoes back towards the valve. 
No matter what the rpm, this journey takes 
the same time, the velocity of sound in a 
mixture of air and gas being about 1000 
feet per second, depending on tempera- 
ture and pressure. 

If the echo arrives as the intake valve 
opens, it will assist in filling the cylinder 
with mixture, in this case, about 10% 
more. Because of the twisting path through 
the long manifold, what started as a -harp 
pressure drop returns as a gentle pressure 
rise. Thus the “supercharge” occurs over a 


Though the extra 10% torque may not 
be significant for highway driving, it ap- 
peals strongly to the drag-strip enthusiast 
who measures acceleration in  micro- 
seconds. It is especially useful for the 
driver who would own a successful “sports- 
dragster,” one which wins trophies on Sun- 
day and takes the kids to school on 
Monday. 

Really serious competitors may wish to 
order the Dart with the large Dodge's 
D-500 engine (the Super Red-Ram) . 

We hardly consider ourselves as drag- 
Strip experts here at SCI, but we were 
impressed with the smooth, relentlessly 
strong thrust from a standing start. The 
“Sure-Grip” limited slip differential 
($49.70) minimized the wheelspin (20 mph 
showed immediately on the clock) and 


_ with a stopwatch-carrying passenger 


aboard, 0-60 was timed at eight seconds 
while the quarter-mile came up at 1614 


_ seconds at between 85 and 90 mph, just as 


the TorqueFlite (standard with the $413 
D-500 package) makes its shift into direct 
drive. 

After the runs, the 36l-inch engine 
“panted,” its idle hunting through a 214 
second cycle for 15 seconds as it sought to 
“catch its breath.” Perhaps this was a 
correctable malfunction rather than a de- 
sign weakness. If so, it points up the sad 
truth that complex machines demand 
careful attention to obtain their utmost. 

Unfortunately, the very manifold that 
donates so much urge traps the valve 
covers completely. Plugs are outboard 
under the exhaust manifold. 

During these runs we had good oppor- 
tunity to sample the brakes which had 
just been re-lined. (Previously they had 
pulled erratically). As we expected, they 
protested aromatically, but with the two 
to one power boost they always stopped 
the car surely. 

Throttle response was too touchy for us, 
though friends who drive domestic auto- 
matics regularly could start off with im- 
perturbable smoothness. Even on hills, the 
750 rpm idle was enough to make the 
Dodge creep forward, and when cold, the 
engine’s even faster idle would tow you 
right along. The equally cold brakes would 
usually squeak especially if you used them 










40 makes carried in stock. 
Only parts house in the 
Southwest devoted exclu- 
sively to foreign parts. 


OVERNIGHT DELIVERY 
TO ANYWHERE 


NEED FOREIGN PARTS... ? 


Replacement parts for over 


IMPORTED AUTO PARTS 


1810 Texas Ave. Houston 3, Texas 


CApitol 7-4264 

















wide band, from 1800 to 3600 rpm. For to slow the car rather than halt it. ; : th 
further information on this phenomenon, Relying a a oe the pene in e 
: . 7 “Sure-Grip” differential, we managed to 

see page 47, SCI, July, '57. P : : 

No one has used this organ-pipe prin- get stuck in some sand near Cape Cod’s Southeast ! 

: F P i ; beaches. Seven inches ground clear- 
ciple before in non-racing cars because of en 8 . : 
the great lengths of pipe needed to obtain ance (only five at the mufflers) sounds Distributor 
the gift-wrapped horses at usably low revs. me enough but we were fooled. All hands for 
Besides, ram tuning requires separate ports present heaved-ho and we soon had the B F CK 
and manifolding (and preferably carb ven- rena gt Dart a ee bys ange 
turis too). The Dodge heads, of course, a, Sel Ce ee ee ee ee 
already tia semana wilt while the rest thin aluminum grille. We’re used to small Abarth and 
works in well with the ever-present desire cars having parking problems due to too- Motometer 
of the stylists to lower the hood line. With low bumpers, but it’s quite a start to find Write-Wire-Phone 

: j i HE 6-5994 
| peak torque at. 2800 rpm, the D-500 needs domestic cars getting soft around oe ene 
| Over thirty inches of piping. This, happily, yes In the Pere area where neg Imported Parts, Inc. 

allows them to hang the two carburetors always had it all over the imports (lit- St. Petersburg Clearwater 
outboard of the already wide engine. erally). yee, cae 


ST PETERSBURG FLORIDA 





Though cast of aluminum in two units of 
four, there are eight separate manifolds 
writhing their way snake-like across the V8. 

The nicest thing about ram-tuning is 
that is requires no special fuels. There’s 
nothing mechanical to cause trouble and 
the added performance is there to use or 
hot as you desire. 


Shifting the Torque-Flite is controlled 
by a row now of five buttons, R, N, D, 2, 
and 1. We still feel that a lever is easier 
to grasp quickly and that the only virtue 
in push-buttons is that they “sound mod- 


ern”. Edsel gave them up, but that’s no 
encouragement. Button 2 does not limit 


(Continued on page 94) 
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CREST KNOBS 
For MG, TR, VW, 
Fiat 500 & 600 $2.25. 
Also, Speedbali Shift 
Knobs, of highly pol- 
ished aluminum, 
threaded to fit most for- 
eign cars & standard 
shift Corvette, T-Bird (specify make & year). $2.25. 
Gearshift Extension, for Renault, VW, Porsche, Jag, 

Corvette, $1.35. 
Chrome Knobs (not adaptable to extensions), $3.65. 








UNI-SYN 

Multiple carburetor 
synchronizer. For all 
multiple carbureted 
imported cars. A 
mechanie’s right arm 
and the home tuner’s 
assurance. 


$9.95 











THRESHOLD PLATES 
Attractive and prac- 
tical. Patterned 
aluminum, includes 
self-tapping screws. 
Porsche (cover carpeted 
threshold), MG-A, TR, 
Alfa (cover painted 
metal section), 

$4.95 set. 

Sprite, $3.95 set. 


KICK PLATES 

Matching patterned 

aluminum, prevents scuff 
and wear. For MG-A, TR, A-H, Porsche Speedster, 
Sprite, $4.95 set. Alfa (except coupe), $3.95. 











Add 4% tax 
in California 


¢ 4 ° 
ay’s 


SPORTS CAR ACCESSORIES 





60551. MELROSE AVE. 
HOLLYWOOD 38. CALIF. 
WRITE FOR ILLUSTRATED BROCHURE 











SEND 
SPORTS CARS ILLUSTRATED 


EVERY MONTH 


SCI360 





name 





address 





city zone __ state 





Check one: ( 3 years for $10 
(C0 2 years for $ 7 
Cll yearfor $ 4 


In the U. S., its posses- 
sions and Canada 


Foreign rates: Pan American Union 
countries, add 50c per 
year; all other foreign 
countries, add $1.00 
per year. 

MAIL TO: SPORTS CARS ILLUSTRATED 

434 S. Wabash Ave., Chicago 5, IIl. 
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you to second of three gears, instead it 
raises the speed at which shifts take place. 
This applies to both up and down-shifts. 

The heater is controlled by a balancing 
row of five buttons to the right. Its opera- 
tion and their significance were too much 
for us and we retreated to the owner’s 
manual. We still find it hard to accept 
that you can’t have fresh, slightly heated 
air without the blower going. 

Cornering, benefitting from the asym- 
metrically mounted rear leaf springs and 
affected by the super-strong power steer- 
ing, was always very light. If you punch 
the neutral button and switch off, though, 
not so. Despite the strong forward weight 
bias, the steering felt consistent up to very 
high cornering forces, indicating that the 
rear wheels were doing a fair share of the 
job. The car is huge, yet very nimble. On 
rough roads, violent cornering will cause 
the suspension to thump against its stops, 
creating a certain amount of “‘cockpit con- 
fusion.” Running straight on choppy roads, 
the ride is better than we’d expected, even 
for an American Car. 

Chrysler Corporation engineers are jus- 
tifiably proud of their new “tuned” engine 
mounts. Their spring rate is so chosen that 
the engine’s mass is used as a vibration 
damper. On any car, as the suspension is 
jolted by an uneven surface, it gives the 
engine complex a jiggle which also be- 
comes an oscillation. What the Chrysler 
engineers have done is design the mounts 
so that the engine complex vibrates out 
of phase with the rest of the car. Every- 
thing may be vibrating but the people 
inside don’t know about it. Simple, but 
sophisticated. 

Many people criticize the full-time power 
steering as too light, but owners invariably 
claim to have grown used to it within a 
week or two after purchase. Once hooked, 
they insist they’ll never give up such light- 
ness of control. They may have something 
there, because the heavy-steering (though 
precise) sports car has certainly gone out 
of fashion now that designers know how 
to combine accuracy with delicacy. 

What nobody seems to know how to 
accomplish consistently in America is qual- 
ity workmanship. Curved windshields help 
sell cars, but no one here or abroad seems 
to have found an economical method of 
making them with anything like the op- 
tical quality of flat plate glass. On the 
test car, there were about a dozen flaws 
near the left end of the windshield, which 
made long-distance driving very tiring 
visually. 

Our complaint to the Dodge News Bu- 
reau elicited this information. They had 
been very anxious to get “any car at all” 
for the press and had therefore taken this 
“reject.” They too were displeased, and 
had been assured that Pittsburgh Plate 
Glass themselves would replace the wind- 
shield free of charge. 

For the individual buyer we can only 
offer this suggestion: Cars coming off an 


assembly line one after the other can and 
do differ greatly in quality. When yoy 
buy a car, look it over extremely carefully 
before accepting it, checking the operation 
of all doors, windows, hood and trunk 
lid. Look through as well as at the wind. 
shield. If you don’t like what you find, 
complain right then. Don’t wait until the 
guarantee is about to run out. 

Properly handled, integral construction 
confers these advantages over conventional 
separate body and frame designs: Greater 
strength for the same weight, and a longer 
lasting, safer chassis that is free of rattles, 

A road test can hardly last long enough 
to determine the durability of a car, but 
we had ample chance to note the good fit 
of the doors and trunk lid. The hood was 
very difficult to unlatch and made the 
typically American thunderclap when 
slammed shut. As to rattles, there were 
none. We thought we’d found one but it 
turned out to be a bottle of windshield 
squirt in the glove compartment. 

Our staff's opinion is that integral con. 
struction is safer in a collision, all other 
things being equal, than cars whose bodies 
are bolted to a separate frame. The logic 
is that without a super-rigid frame, the 
extremities of the body will collapse grad- 
ually, soaking up energy just as the re- 
silient lining does in a Snell Foundation 
helmet. Though sheet steel’s non-returm 
characteristic may save your life, the 
drawback is that the car with the separate 
frame can later have the frame straightened 
and the body panels hammered out to suit. 
Integrally built cars are not as easily 
repaired, though we are not yet at the stage 
of Kleenex-like disposable cars. 

It’s flogging a dead horse by now, but 
for a six-passenger car, there isn’t much 
room for the third and sixth passengers. 
Since their comfort is determined as much 
by the seat cushions’ spring characteristics 
as the suspension’s, not much can be ex- 
pected if it’s possible to bottom out just 
by bouncing up and down. 

The driver’s seat not only provides no 
lateral support, it feels as if you were sit- 
ting on top of a big fat pillow. Whenever 
you are turning it feels as if you'll tip of 
of it. There is lots of leg room and lots of 
adjustment, however. 

The steering wheel marks a step for- 
ward. At “three and nine o'clock,” the 
surface of the plastic rim has been finely 
textured so that your hands will grip even 
when they have perspired. The upper arc 
of the rim is clear, transparent plastic 
with shiny fragments strewn through it 
They appear to be aluminum chips. 

While the wheel displays a combination 
of utility and styling appeal, the hom 
ring could use more attention. First, it’ 
highly polished, which isn’t bright at all. 
If driving into the sun, its compoundly 
curved surface will reflect nastily in your 
eyes. Second, its edges, around back where 
your fingertips rest, have not had _ the 
casting flash ground away. Not dangerous, 
but it gives the high-styling a nickel-and- 
dime feel. 

The name Dart appears nowhere on the 
car, so maybe this is one medium-price 
brand smart enough to avoid extinction. 
Soon, perhaps, all Dodges will be Darts. 
As for this year, 1960; here it is, it wasn't 
so sudden at all. : 
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from page 53 


For a subnormal-agility type like my- 
self, the cockpit isn’t too accessible either, 
at least without treading on too much tis- 
sue-thin tinware. Not, once inside, is there 
an excess of leg room for an individual of 
any length. As usual, the most troublesome 
aspect is interference between the steering 
wheel and the leg which is groping for the 
brake pedal. For anybody below 5’8”, which 
includes most Italians, there’s plenty of 
yoom. The straightforward bucket seat of- 
fers good thigh support to anyone whose 
legs can get down that far. You sit low in 
the Taraschi—lower in relation to the body 
than in practically any other Junior — 
which limits your view of the front wheels 
and enhances the impression of being in a 
good Italian sports/racing car, already 
strong because of the left-hand driving 
position. Yet vision is fine in every other 
sense from the well-shrouded cockpit. 

A big tach is high and prominent on the 
dashboard, which carries three other 
gauges (unusually lavish for a F.Jr. car) 
and minor controls. Over on the right side 
of the cockpit there’s a three-position con- 
trol for the customary radiator blind. 
When brought to life with the pull-type 
starter this race-tuned Fiat bellows and 
coughs through its megaphone exhaust 
like the G.P. cars the Taraschi resembles 
externally. It naturally wants to be kept 
revving high during off-duty moments. 

With a clutch that’s positive yet smooth 
it’s easy to get the car away, and to follow 
up with gear changes that snick through 


neatly. Taraschi rates his engines at 78 CV- 


at 6500 rpm, a speed which this one would 
readily turn up. In just-off-the-boat tune 
this engine lacked absolute razor sharpness 
in feel but was still lively enough to pro- 
vide a real kick in the back. Acceleration 
would equate to that of a good 1100 cc 
sports/racing car or of a hot Class F pro- 
duction machine. Fortunately, for the car’s 
performance over a road course, the en- 
gine pulls well from 3000 rpm on up, de- 
livering useful punch over an unusually 
wide rev range. To match this the brakes 
are strong and stable, a slight tendency to 
lock showing up mildly under our very 
wet test conditions, 

A damp track also made it hard to come 
up with concrete descriptive terms for the 
handling, which in any case is very good 
indeed. Weight distributed well to the rear 
and the absence of torque reaction at the 
axle combine to give gripping bite both in 
and on the way out of corners. Absolutely 
all the power available can be put to good 
use, ‘he same good balance and traction 
contribute to handling that’s near-neutral 
in feel and as forgiving as a car this fast 
can be. Steering is only moderately quick, 
and the overall impression is a familiar 
and very satisfying one. It’s a heart-warm- 
ing kind of car to drive. 

The specific ability of the Taraschi was 
well-proven at Sebring, where George 
Constantine kept it up amongst the lead- 


ing clot of Stanguellinis, providing the only 
real competition for the cars of the Sor- 
cerer of Modena. And this in spite of a 
lack of tuning data from Taraschi and an 
exhaust pipe that worked its way loose, 
markedly reducing the extractor effect. 
When the “Biener Special” and more like 
it are tuned and on the line they should 
provide much-needed competition for the 
cars that threaten to turn this formula 
into a one-make affair. As more people try 
Junior cars, and experience the exhilara- 
tion of being on your own in a snarling, 
vivid little automobile, the class can’t help 
but grow. —kel 











from page 52 


ARTICLE 3—Mechanical Parts. 

a) Any part produced and sold by the 
factory for a touring car shall be con- 
sidered as meeting this requirement. 
Crosley engines are considered as 
meeting this requirement. 
Production (minimum 1000 in twelve 
months) motorcycle gearboxes are ac- 
ceptable. 

c) Any braking system fulfilling F.I.A. 
requirements is acceptable, be it disc, 
drum, or other method. The system 
shall be so constructed that, follow- 
ing any single failure in the braking 
system, adequate braking power will 
be retained in either the front or rear 
pair of wheels. 

f) The starting device shall be any sys- 
tem whereby the driver, alone and 
unaided, can start the engine several 
times from the cockpit of the car. 

ARTICLE 4—Coachwork 

The roll bar shall project higher than 
the driver’s helmet and shall be within 6” 
of the normal position of the driver's head. 
It shall be capable of sustaining a load 
equal to at least five times the weight of 
the loaded car. 

ARTICLE 5—Weight 

Of the total weight of the car, no more 
than 22 pounds (three gallons) shall be in 
oil, and no more than 42 pounds (five gal- 
lons) shall be in water. Such two-cycle en- 
gine mixing oil in the fuel will be weighed 
without lubricant. 

Methods of attaching ballast, if required, 
must be approved by the technical com- 
mittee. 

ARTICLE 7—Forbidden Practices. 

a) Crosley single-overhead-cam engines 

are exempted from this rule. 

b) Fully locked differentials or driving 
axles are permitted. 

Further clarification at this point comes 
from Stuart Dane, who is very active in the 
500 cc Club and in the construction of an 
MG-based Junior car. Dane adds, “The 
extra classes were established mainly to 
allow the use of many more available en- 
gines, and to keep the cars powered by 
these units on fairly equal terms. The 1300 
cc class was included primarily to bring in 
the plentiful MG engines, as well as to at- 
tract owners of currently operating MG 
specials into the Formula racing fold. 


(Continued on page 96) 
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MARCHAL 
AIR HORNS 
OPEN 


THE ROAD 
‘ 





© Commanding tone 
® Small weight and size 
® Simple and durable 
A small electric compressor, operates these air 
horns. No tank required. 

Easy to install, MARCHAL horns require no 
maintenance, last years .. . easily transferred. 

Make fast driving safer with Marchal horns. 
6 or 12 volts. 

Complete set $80.00 
Three tone musical horns also available. 


Ask your dealer or write to: 


COLUMBIA MOTORS CORP. 
419 E.110 St., N.Y. 29, N.Y. EN 9-5200 














INTERNATIONAL SPORTS CAR 
AND RACING ASSOCIATION 
Invites membership in a world wide assn. 
organized for the promotion and recognition 
of enthusiasts and affiliated club’s voices in 
the future of sports cars and<racing through- 
out the world; JOIN NOW—mail, application 
for approval with $5.00 ‘membership fee for 
gold membership. seed, tiful Iscara dash 


plaque, insignia? esc ctte International 

membership. 

I ose wo Ad ciicsnnsncetignietinnsctacitacdegeaperapabicascaetcesentncd 
yege print’ 

Address...........42>... bh. Gig m~aQd Ps Sea 

Indicate interests Cate2.> 2. i........ ¥eee..... 


Rallye (] Concourse £} Race [_] Enthusiast [) 
Mail to ISCARA, Box 4127, Riverside, Calif., USA 














HEART DISEASE 
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SPORTS CAR 
DEALERS! 


Dealers across the nation profit by 
selling SPORTS CARS ILLUSTRATED 
each month to their customers. Are 
you one of them? SPORTS CARS 
ILLUSTRATED helps build showroom 
traffic...keeps customers coming 
back month after month for acces- 
sories...stimulates new car interest 
...and, best of all, you earn a neat 
profit on each copy sold—No RIsk 
INVOLVED. 

So get details on selling SPORTS 
CarRS ILLUSTRATED, the world’s 
largest selling sports car magazine. 
Or, order your copies now. Just use 
the handy coupon below. 


———— SS SS Se 


r 
i Direct Sales Department 

Sports Cars Illustrated 

One Park Avenue Att: Jerry Schneider 
New York 16, New York 


[] Sendme............. eoples of 
Sports Cars ILLUSTRATED for resale 
in my showroom each month. No 


risk involved on my part. 
(1) Send me details on selling 


I 
I 
i 
I 
I 
: Sports CARS ILLUSTRATED in my 
! 
{ 
' 
f 
| 
L 


showroom. 
STORE NAME_ 
ADDRESS ee 
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y Cuff Links 
$4.95 


Ever popular personal occessories, 
for most cars, in brilliant jeweler’s 
glass enamels ond chrome. 


1 


The largest stock of imported metric ond whitworth tools in the East. 
Always immediate delivery. 





Badge Bars 


Individually designed badge bors 
for most mokes and models cars 
from vintage Rolls-Royce to VW. 
Plain models, $12.95 
Spotlamp-mounting, $18.95 


Stoneguards 


Headlamp $10.50/pair, in sizes 
from 6" Corvette to VW ovals. 
Spotlamp $7.95 each. 

Specify make and model. 


Send for free illustrated catalogue. 


IW IL C@ sox 1128, Rochester 3.N Y 


All prices postpaid. 














Be an industrial designer 


Combine your design abilities with technical aptitudes in 
Industrial Design training at Art Center School. Work 
under practicing professionals for top jobs as automotive 
stylists, product, package designers. Design stores, 
motels, showrooms, shopping centers. Constant demand for 
graduates. Accredited. Eight semesters to B.P.A. degree. 
Coed. 700 students. Vet approved. Begin training Feb., 
June or Sept. sem. Enroll early. Write Mr. Seitz, 5353 
West Third Street, Los Angeles, California. 


ART CENTER SCHOOL 
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from page 95 


“The 500 cc Club solicited suggestions 
for the new Formula and received a large 
response to the request. Almost all those 
who took the trouble to write wanted to 
make some sort of change such as: a 1500 
cc class, Crosley engines, outboard engines, 
motorcycle engines, etc. The general tone 
was ‘Hang the International Formula! 
We'll never get to go abroad anyway.’ This 
seemed pretty reasonable because the main 
reason for the existence of the Formula 
was to provide cheap racing, and the peo- 
ple interested in it for that reason can’t 
afford to go more than a few hundred miles 
to a race in any circumstances. With this 
in mind, the 500 cc Club undertook to 
provide a set of regulations which would 
allow the builder the greatest possible 
freedom in choice of components, but still 
keep the cars built to the modified rules 
on even terms with those which conform tc 
the International Formula.” Mark Brunnei 
adds, “We used the F.I.A. handicap factor 
of .80 pounds per cc, a decision that was 
subject to mch controversy in our ranks. 
It now appears that this might be a little 
conservative. In other words, the large- 
capacity cars seem to be carrying too much 
weight to stay with the Stanguellinis.” 

Brunner goes on, “We're prepared to 
change these rules according to experience. 
We know from the past that if a rule isn’t 
sound it will die a natural death. For 
example we used to have a rule which 
permitted 250 cc supercharged cars to run 
in Formula 3. This sounded inviting on 
paper but no one built such a machine, 
and the rule was dropped after a few 
years. I do believe that the international 
regulations are due for some revisions. At 
that time the United States F.1.A. com- 
mittee should have some concrete pro- 
posals ready. These will have to be backed 
up with facts which we hope to have by 
that time.” 

These thoughts behind Formula B seem 
sound enough to us. European cars con- 
forming to the F.I.A. rules can race com- 
petitively here, while only a few of the 
American-built machines wouldn’t be able 
to race abroad. In the meantime the wider 
selection of engines (though we still doubt 
that MG parts are all thai plentiful) will 
help Formula Junior on its feet in this 
country. Later, as Mark Brunner implies, 
the F.1.A. might even be persuaded that 
the 1300 cc and 750 cc classes have inter- 
national validity. 

The 500 cc Club has, then, adapted 
Formula Junior to American requirements 
without voiding the eligibility of cars 
built according to the international rules. 
This is a reasonable step, but is about as 
far as we should go in modifying the exist- 
ing formula. As Stuart Dane asked, though, 
“What happened to SCI’s suggestion of a 
few months ago regarding an American 
Junior Formula using domestic engines?” 
When we broached this idea in May it was 
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hornswoggled by the fact that any Ameri- 
can Junior powered by a 414 liter Chevy 
V8 would hardly be a safe, cheap machine 
on which to begin a racing career. In 
inexperienced hands it would, in fact, be 
a menace. But now that the compacts 
have arrived the situation has changed 
a great deal. It would now be feasible 
to compose an American Junior Formula 
around the compact engines and compon- 
ents and have some very effective racing 
cars that would still be reasonable to build 
and drive. 

SCI isn’t the first to come up with this 
thought. The emergence of the compacts 
happens to coincide with the time set by 
the F.LA. for investigation of a replace- 
ment for the existing 114-liter Formula 2, 
a class that will be redundant when the 
new Formula | makes its bow in 1961. 
The man who invented Formula Junior, 
Count Giovanni Lurani, has framed some 
suggestions for a new Formula 2 that tie 
right in with a genuine American racing 
class. Here’s the way he presents them: 

“Since the beginning of Grand Prize rac- 
ing the authorities in charge have realized 
that it’s worthwhile to establish a spare 
formula, perhaps less important than the 
concurrent G.P. formula, that would allow 
a wider variety of technical experiments 
and induce more and different car builders 
to enter the fray. Glancing at the past, 
we see that this Formula 2 has most often 
been obtained by roughly cutting in half 
the displacement limit placed on_ the 
Formula 1 Grand Prize cars. Should the 
Commission Sportive Internationale, meet- 
ing to discuss this subject in late January, 
decide to do the same in 1961 when the 
big cars will be limited to 114 liters? 

“This would produce a 750 cc, unblown 
Formula 2, which is likely to be an expen- 
sive proposition and to provide perform- 
ance and spectator appeal inferior to that 
of Formula Junior. What about simply 
using Formula Junior, provided with a 


new name? When I suggested this formula- 


late in 1956 and proposed it to CSI. 
early in 1958, I had completely different 
intentions for it. Designed to be reasonably 
cheap and very popular, these little single- 
seaters would lose all their appeal if they 
became Formula 2 cars. What else, then, 
can be done? 

“The death warrant for our current 
2\-liter Formula 1, effective at the end 
of 1960, was signed in London in October, 


~ 1958 under pressure from some negative 


daily newspaper campaigns and from cer- 
tain political powers, on the assumption 
that racing could be made safer by reduc- 
ing cylinder capacity and hence power. 
Since then most observers have realized 
that this decision was probably too hasty 
and that racing risks aren’t directly propor- 
tional to power. 

“As will be the case with the 196] 
formula, a Grand Prize limit has often 
been derived from the Formula 2 that pre- 
ceded it. But sometimes the opposite has 
happened and the spare formula has 
descended from one of the discarded G.P. 
formulas. For example the 114-liter For- 
mula 2 cars of 1933-1939 were the offspring 
of the Grand Prize cars of 1926-1927, and 
in some cases were the same automobiles 
(1500 cc Delage) successfully modernized. 


(Continued on page 98) 
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SPORTS CAR MARKET PLACE 





Rate: 40¢ per word. Minimum 10 words. June issue closes March 11th. Send orders and remittance to: SPORTS CARS ILLUSTRATED, One Park Ave., N. Y. C. 16. 





FOR SALE 


FERRARIS—New and Used. RRR Motors, Inc., 18009 
5. Harwood, Homewood, III. Sycamore 8-9070. 


GOVERNMENT Sells:—Surplus Aircrafts; Boats; Jeeps; 
Amphibious Vehicles; Electronics; Accessories; Misc. 
—Send For U. S. Depot Directory & Procedure $1.00 
—"Government Surplus Sales’’, Box 425—SC, Nanuet, 
N. Y. 








JAGUAR owners, Healey owners: Stainless Steel Flex- 
ible Exhaust Tubing Permanent replacement between 
exhaust pipe and muffler. Complete with heavy-duty 
clamps. Healey $5.50, Jaguar $5.95 (modified re- 
quires two) postpaid. Quantity inquiries invited from 
dealers. Wilco, P. 0. Box 1128-S, Rochester 3, N. Y. 





CAUTION: Do Not Lower Windows At Speeds In Ex- 
cess of 120 M.P.H. This official appearing engraved 
metal plaque for your dashboard and doors. Applied 
and removed in seconds without damage to surface. 
$1.00 each. Postpaid airmail. Sports Car Bazaar (SC), 
6019-44th N. E., Seattle 15, Washington. 


1960 JAGUAR 3.4 sedan, 2,500 miles, Radiomobile 
radio, heater, straight shift, overdrive, black with 
red leather upholstery, chrome wire wheels, Dunlop 
Whitewalls, back-up lights. $3,900.00. W. A. Robin- 
son, Peter Pan Road, Lookout Mountain, Tennessee. 
VE. 1-4766. 

1956 THUNDERBIRD, overdrive, two tops, send stamp 
for details, David G. Flinn, 305 Thurston Avenue, 
Ithaca, New York. 

MG-TC EXCELLENT condition. Wheels restrung at 
Dayton. Owned by foreign car parts manager. Sell 
or trade. E. Cranage Jr., 1827 E. 18th St., Cleveland, 
Ohio. TO. 1-8282. 











ACCESSORIES 


SPORTSWEAR—Sports and Domestic Car—Tee Shirts— 
Sweat Shirts—Crests made to order. Write for il- 
an sheet. International Crestmark, Plaistow 


RALLYE Dash Plates. 1 by 3% inches polished brass, 
engraved $15 doz. Plastic stamped $3.50 doz. In- 
cludes name of club, date and name of Rallye. Sap- 
penfield’s Trophy Center, 1219 S. Calhoun St., Ft. 
Wayne, Ind. 








WIRE Wheel Service, complete repair on Foreign, 
Antique, other. Special 60 spoke wheels for popular 
sports cars, also 3 lobe knock-offs for most (No 
Jag) $28.00 set of 4 postpaid. Precision Wheel 
Service, 181 Bowdoin St. (Rear), Dorchester 22, 
Mass. GE 6-4576. 


SAVE $$$ . . . Send 25¢ for my catalog of 500 
car and motorcycle owners handbooks, factory 
shop manuals and books covering all motoring and 
motorcycling subjects. Vivian Gray, The Motorist’s 
Bookseller, Hurstpierpoint, Sussex, England. 


AUTO Radio Distributor Selling Servicing Becker 
Blaupunkt, FM-AM, other European, American Sets 
Save 30%-+ Square Electronics, 150-60 Northern 
Bivd., Flushing, N. Y. 


CANADIANS—Race, Rally, General Accessories. Write 
for catalog: Auto Sport Imports, Box 2146, Van- 
couver, B.C. 


VOLKSWAGEN & Porsche owners. Useful mechanical 
accessories designed especially for these cars. 
Write Lane Engineering Dept.-S, 70 Kings Hw’y. 
North, Darien, Conn. 


MGA OWNERS! Know at all times the power and 
torque output of your engine. Hit your optimum shift 
points with the ‘‘Torkometer’—a tachometer cali- 
brated torque-HP overlay. Installed in seconds. No 
tools required. Send one dollar postpaid to ‘Tork- 


Ometer’’, 63 South Stanworth Drive, Princeton, New 
Jersey. 




















JUST Out! New 388-page, illustrated Catalog offering 
Savings up to 50% on over 100,000 auto parts and 
accessories, many hard to get. All makes (1920 to 
1960 models), trucks, foreign and sports cars. Also 
Hollywood accessories, custom styling, Hi-Speed 
Equipment. Send 25¢ for postage, packing—refund- 
able on first order. Whitney, 1919 JJ3 Archer, Chi- 
Cago 16, III. 

STOP Thief and save cost of inside mounted, tamper 
Proof MGA Trunk Lock. Satisfaction guaranteed. 
$8.95 ppd. Free information. R & S Products, 51 
Forestdale Ave., Dayton 32, Ohio. 





FOREIGN Car Auto Wrecking. Used and rebuilt parts 
available for over 600 cars. Sports Car Engines, 
transmissions, rear-ends, and complete chassis’ our 
specialty. New and Used Accessories. Complete stock 
of generators, starters, distributors, fenders, doors, 
grills, glass, wheels and tires. All parts guaranteed. 
All inquiries promptly answered. Dealer discount 
given. All prices F.0.B. Los Angeles. Grand Prix Auto 
Parts, 12613 Sherman Way, No. Hollywood, Calif. 
TR 7-5479, PO 50360. 


THE Truth about Speed-Power-Mileage Equipment. 
Free Catalog. Write! Almquist Engineering. Milford 
SC2, Pennsylvania. 

ONLY Intermeccanica offers a complete line of speed 
equipment for DKW, Peugeot, Renault, Simca. New! 
65 HP equipment for Sprite. Formula Jr. equipment. 
pesing to: North-East Engineering Co., Box 153, Turin, 

aly. 


40% MORE Power: MG, TR, Sprite, Healey, XK, 
Alfa, Formula Jr., VW. Exchange cams ground to our 
exclusive ‘‘Multi-Sine’”’ profiles, diamondized to steel- 
billet hardness for guaranteed and permanent per- 
formance. Save ¥2 billet cost. Installation, heads, 
speed Kits at factory prices. Write for free Cam 
facts. Ravesi Racing Cams, 80A Colon, Brighton, 
Mass. Al 4-1670. 


WANTED—Late model 2.5 litre Lancia V-6 Engine 
and Gear Box. Send particulars to Mr. Jack Fla- 
herty, British Motor Cars, 1800 Van Ness Avenue, 
San Francisco. 














SPORTS CAR BODIES 


FIBERGLAS Sports Bodies—Easily bolts on Crosley, 
Fiat, etc.—$295. Jaguar, Ford, Chev., etc.—$495. 
Free Brochure. Almquist Engineering, Milford SC4, 
Pennsylvania. . 





VINCENT Motorcycles, parts. ‘‘World’s famous clas- - 

sic,’’ restoration work. Stamped addressed envelope. 

rg A. Aucott, 6204 Wissahickon Ave., Phila. 
, Penn. 


WANTED: Information on Mercedes Benz Model 170 
V, 1949/51; Mercedes Benz Model 170 S; Opel Olym- 
pia and Kapitaen 1950/51 which have been in use in 
USA since 1951 or prior. Owners may qualify for 
reward by sending details to Box 112, Sports Cars 
Illustrated, 1 Park Ave., New York 16, N. Y. 


GRAND Prix Formula One Car Drawings. Ferrari, 
Cooper-Climax, Maserati, BRM, Scarab, Vanwall. 
Handsome framed. $2.00. Andrew Larabee, 65 Cherry 
La., Basking Ridge, N. J. 


SPORTS Car Drawings. Ace, Alfa, Aston Martin, Aus- 
tin Healey, Corvette, 250TR and GT Ferraris, 300SL, 
MGA, Morgan, D-Jaguar, Lister, Porsche RSK, Tri- 
umph. 82x11. 15—$3. 10—$2. 5—$1. Andrew Lara- 
bee, 65 Cherry La., Basking Ridge, N. J. 











PLANS & KITS 


FORMULA Junior Here Now! Assemble your own from 
MG-TD parts. Drawings and instructions $5. Conver- 
sion kits from $395. Formula Ili pians still available, 
$5. Dane Racing Cars, 12969%/2 Washington Bivd., 
Dept. SC, Los Angeles 66, Calif. 


BUILD Your Own Tachometer, (electric) at tremen- 
dous savings. Complete plans and instructions, $1.00. 
Alanne Engineering, Box 135, Watertown 3, Conn. 


JABRO’S are winning trophys all over! Build your own 
from Crosley parts, Mk ! or Mk I! Blueprints, 
Bodies, Space Frames, Speed Info, Send 25¢ Jabro, 
#1 Sunnymead, St. Louis 24, Mo. 








MISCELLANEOUS 


SPORTS Car Dealers! Someone ‘‘borrowing”’ your 
personal copy of Sports Cars Illustrated each month? 
You ought to be taking advantage of Sports Cars 
lllustrated’s convenient re-sale plan. Sell copies in 
your showroom—perform a good service for your 
customers—with no risk involved. For details, write: 
Direct Sales Department, Sports Cars Illustrated, 
One Park Avenue, New York 16, New York. 


SHOPPING GUIDE 
Classified 


A HANDY GUIDE TO PRODUCTS AND SERVICES NOT NECESSARILY AUTOMOTIVE, 
BUT OF WIDE GENERAL INTEREST. 


NEVER FAIL— 
ZONE YOUR MAIL 


The Post Office has divided 106 cities 
into postal delivery zones to speed mail 
delivery. Be sure to include zone number 
when writing to these cities; be sure to 
include your zone number in your return 
address — after the city, before the state. 


STAMPS & COINS - 


GIGANTIC Collection Free! Includes triangles, early 
United States, animals, commemoratives, British 
Colonies, high value pictorials, etc. Complete col- 
lection plus big illustrated magazine all free. Send 
5¢ for postage. Gray Stamp Company, Dept. 22, 
Toronto, Canada. 

90,000 STAMPS Sale. Bargain Lots: 35 cts.—$1.—$2. 
High Value Packet $3. Write Today. You'll be pleased. 
Persile, 436 N. Y. Ave., Brooklyn 25, N. Y. 
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MISCELLANEOUS — 


“WINEMAKING; Beer, Ale Brewing.’’ Illustrated. 
$2.20. Eaton Books, Box 1242-V, Sarita Rosa, Calif. 


TAPE Recorders, Hi-Fi Components, Sleep Learning 
Equipment, Tapes, Unusual Values. Free Catalog, 
Dressner, 69-02 SC, 174 St., Flushing 65, N. Y. 
RECORDERS, Stereo Tapes, Hi-Fi Components, 
Tremendous Values, Catalog, Efsco, 270-C Concord 
West Hempstead, N. Y. 


BIZARRE Fashions! Illustrated Catalogue, $1.00. 
Renee, Box 2804-P, Hollywood 28, Calif. 











MUSIC. 


SONGS into Dollars! Share $33 million dollars 
yearly for New Songwriters, songpoets. Any sub- 
ject, songs composed, Published, promoted by 
largest firm. Information, appraisal Free. Send 
Nordyke Music Publishers, 6000 Sunset, Hollywood 
283, Califernia. 


PHOTOGRAPHY, FILM 
EQUIPMENT & SERVICES 


FREE! Blackhawk’s big sale catalog 8mm., 16mm. 
movies, 2”x2” color slides. Biggest selection any- 
where! Projectors, cameras, supplies—big discounts! 
Get free, every three weeks, 12-page newspaper size 
bargain list! Blackhawk Films, Davenport 9, lowa. 


BINOCULARS & TELESCOPES 


OPTICAL —Science—Math Bargains—Request Free 
Giant Catalog ‘‘CJ’—128 pages—Astronomical Tele- 
scopes, Microscopes, Lenses, Binoculars, Kits, 
Parts. Amazing war surplus bargains. Edmund Sci- 
entific Co., Barrington, New Jersey. 








UNI-SYN 


Multiple Carburetor Synchronizer 


Professionals and 
amateurs are us- 
ing this instrument 
the world over. 
The only positive 
way to synchro- 
nize multiple car- 
buretors, side 
draft or down 
draft. 
Price p‘pd. $9.95 
Cal. Residents add 
4% Sales Tax. 
No CODs. 
Dealer and jobber 
inquiries invited— 
ROYZE, INC. 
1010 No. LaBrea, Inglewood, Calif. 
for imported car parts and accessories 
© direct importers ® 


Dealers may request catalog covering many original 
and replacement lines for all imported cars. 
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I believe that we have now reached a point 
where a similar solution is imperative. As 
one of my proposals for the C.S.I., I sug- 
gest that the new Formula 2 be in fact 
our present 214-liter Formula |. This could 
also become the much-discussed Intercon- 
tinental Formula, which would prolong 
the life of the existing G.P. cars and per- 
haps help to bring American and Euro- 
pean racing closer together. 

“If this first proposition doesn’t work, 
we'll have to try to find something entirely 
new. New in detail but not in concept, 
because I’ve already planned a so-called 
Formula Senior. The idea would simply 
be to adopt the tremendously successful 
scheme of the Junior cars, broadening their 
strict regulations and allowing overhead- 
cam engines from cars homologated in the 
Grand Touring category (100 cars built 
per year, two-seater and special bodies 
allowed). 

“The problem that remains is to set a 
displacement limit that will allow truly 
international competition. At the 114-liter 
level we encounter engines like the Fiat 
1500 Sports, single-cam Coventry Climax, 
MG Twin-Cam, Porsche, etc.—a strictly 
European array, as would be found at a 
2-liter limit, with Bristol, Mercedes and 
Triumph engines also becoming eligible. 
With no great increase in cost, though, 
we could select a 214-liter limit, which 
would give us cars of first-class performance 
(weight limit of from 1400 to 1550 pounds, 
with possible power in the region of 180 
bhp) and a formula that would really 
be intercontinental. 

“From Italy there would be the Lancia 
Flaminia V6 and the Fiat 2100 six, and 
from France certain Simca engines. Ger- 
many could field her fuel-injected Mer- 
cedes 220SE or the basic 214-liter BMW 
V8, while England would be well-placed 
with the 2.4 Jaguar, Austin-Healey six 
and the new Daimler SP250 V8. Last but 
far from least would be the new ‘compact’ 
engines from America, among which the 
Chevrolet Corvair shows every sign of 
being a potential winner. With a 214-liter 
limit (152 cubic inches) we could count 
on engines produced in no less than five 
countries, and we’d see some widely varied 
technical concepts. Engines could be in 
front or rear, air-cooled or water-cooled, 
of six or eight cylinders, etc.” 

To SCI this idea of a “Senior” Formula 
2 is violently exciting. It would be inter- 
national from the beginning, without the 
need for “Formula C” amendments for 
U.S. consumption, and could produce 
some very interesting racing cars. Weight 
limits and the basic handicap of using a 
production engine would keep perform- 
ance at a reasonable level, fractionally be- 
low that of the Formula 1 Grand Prize 
machines. 

This, then, is the present state of For- 
mula Junior in America, and an indication 
of what could happen in the future both 
here and in Europe. It looks very rosy. 

—sct 











INDEX OF ADVERTISERS 
Sports Cars Illustrated 


March 1960 
Page No 
Accessory Engineering .............ccccsssseeseee 82 
American Carry-Products Co. Ince. .......... 86 
PI I citi tncercnisialbine intial 92 
“add ed. TEI 96 
Atlantic Auto Sales Inc. wo... 91 
Bakers Worldwide Auto Parts, Inc. ........ 25 
FINN COINS, GI sa ccsiseccessisnsciminicvicsonces 80 
BENUBVING, RODRUY Ls, cbessccccesssciccascelicns 3 
Bosch Corporation, Robert ..............0. 75 
UPN TRWUIE COIS aassicanccssssccsnnsicsscsesscnces 82 
PU, THU cscs ininiessiiceciiannales 92 
Buegeleisen Company, Joseph ................ 79 
Cerbini Laboratories, Inc. ...........c. 89 
Charmont Imports ............cccccssscsessseeesees 92 
Chevrolet Division of General Motors ...... 26 
Coldspring Enterprises, Inc. ............000 91 
Columbia Motor Corp. ............c:cccccececeseeeee 95 
Derren U0, VIN... .cvcccnsascisicccosicstesteens 83 
Dunlop Tire & Rubber Corporation .......... 22 
TE Re CIR aiscicisitcstdinic tide 84 
Fadex Commercial Corporation ................ 71 
TINUE x scansconsesishainaconphedecastiinbbicinheagtamaaeanain tas 8 
PROUT POUR asvsssicisiccsicccnse 20, 21, 73, 81 
Foreign Motors Distributors Co. .............. 91 
GOPEOIFSOOS RES iiseccciicccieecehee es 83 
HAAN MENDY sii ccshicccnlccataienneete 19 
Hambro Automotive Corp. ............ 5, 2nd Cover 
I siniciicsichulschcsisitaeehteasmainhcnlipestbaltie 85 
Hoffman Motor Car Co., Inc. wo... 23 
IE sisi stele aise cncennaeeneane 95 
RE: Gi seciicncccncssncatenonan 12,33 
FSRONMB RIAN PEO uesisnssivicc tastosemanees 80 
1 | aa eee yee Spree erp Teer 4th Cover 
Jaguar Midwest Distributors, Inc. .......... 91 
James Auto Specialties ............ceeeeees 86 
Jay’s Sports Car Accessories .................. 94 
Judson Research & Mfg. Co. ...........ce.c000 18 
Kendall Refining Company ..................0000 10 
King Richard Trailers Sales... 75 
Konner Chevrolet, Malcolm .................. 91 
RIE TINE, nsaccinreissessssecithainbtcsebiorsesianin 84 
I cries cialisnsDPicathkitaniondDeupbieees 88 
Lucas Electrical Services, Inc. ............... 17 
gn ROE eR DREN SORTA 11 
Overseas Motor Corporation .................... 78 
ee en Re ee 88 
PI NG ria cactle cxictctiscelaliseabiacs 92 
ce, __ EINE TR te ene Eee 6 
i EELS TTA 78 
a 89 
Race & Rally Accessories .........cccceee 84 
TRUER PUES acc sssiscincnssicccaseccovsncssecs 88 
Rite Fit Auto Covers ........c..cccccccssesesessseeese 86 
the a ee 7 
Roosevelt Automobile Company, Inc.— 
Hoffman Motor Car Co., Inc. .............. 
Rover Motor Company of North 
America Limited ..............cccccccceseseseees 14, 15 
re ee Fae eo 98 
PI AD sintscinncuscaciitinnesintateciatilis 83 
RI hasta saa tisk atta sslercapilbddiagt Se asians 86 
Simplex Manufacturing Corp. .................. 77 
Southwest Imported Auto Parts .............. 93 
i L,I ae 96 
Sports Cars Illustrated Directory .......... 87 


Sports Cars Illustrated Subscriptions .... 94 
Standard-Triumph Motor 


GTS NC pncaccaes \ncvuxdscossevcccsazeceed 3rd Cover 
DUUPROV ANE OOis FPL. siacssshsecseusccesstotvastuctans 80 
Suburban Foreign Car Service, Inc. ........ 91 
Vitesse Imported Parts, Inc. 0.0.0.0... 93 
RE REN oe SRC POOR SE 96 
WT ONNGOs 02.25. Sdhs.o ceeeaeticans 24 

















on hi 
larit 
Euro 





in yo 
Winr 








6 reg 





our; 


8. G. 
synch 


*At U. 








»Winning 


The Triumph TR-3 takes to snow like a ski instructor 
‘on his day off. Witness: “first in class” with singular reg- 
— in the treacherous Alpine and other snow-clad 
European and American rallies. 


The surefootedness shown above under unusual condi- 
jtions means simply that the TR-3 puts more safe fun 
In your winter driving—on back road or boulevard. 


Winning performance is neatly combined in a Triumph 








6 reasons why the TR-3 is America’s No. 1 sports car: 


' DISC BRAKES: Standard equipment on front wheels for 
flaximum braking efficiency; will not fade, grab or lock. 


- 1991 cc. ENGINE: 100 horsepower; top speed: 110 miles per 
our; acceleration: 0-50 in 8 seconds. 


- GEARBOX: 4-speed; short throw for easy shifting; heavy duty 
synchromesh in 2nd, 3rd and top offers rugged, smooth operation. 


form in winter! 


*At U.S. Ports of Entry, plus state and/or local taxes—slightly higher West Coast. Standard-Triumph Motor Company, Inc., Dept. F-30, 1745 Broadway, New York 19 


TR-3 with solid comfort. Sliding side panels and weather- 
tight top lock out the cold—keep you fireside snug. 


The savings are warming, too. The TR-3 delivers up to 
35 mpg...costs $500 less than any comparable sports car. 


No wonder: it’s now America’s No. 1 selling sports car. 


So why wait till the weather turns better? Turn in at 


your Triumph 
TR-3 


dealer’s today. 
ONLY $2675: 







4. FRAME: Rigid “X” type for stability; rust-proofed steel. 


5. HAND BRAKE: Racing type—centrally mounted; has quick 
release “throw-off” action. 


6. RACING CLUTCH: Heavy duty woven lining for longer life. 


OPTIONAL EXTRAS: Overdrive, hard top, rear seat, wire 
wheels, white walls and others (ask your dealer). 


SERVICE: Dealers in every state—over 700 of them in all. 
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THE MARK IX SEDAN. Expressly de- 
signed to please the uncompromising connois- 
seur. Painstaking workmanship in the 
graceful, low body; hand-finished interiors; 
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coordinated, 6-cylinder power plant .. . all 
combine to make this a truly prized automo- 
bile for the owner who will accept nothing 
but the best. Power steering and 4-wheel dise 
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watchmaker’s precision in the magnificently 


brakes are fitted as standard equipment. 


